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DIESEL RAILWAY TRACTION SUPPLEMENT 

The June issue of THE RAILWAY GAZETTE 

illustrating and describing developments 
Traction, is now ready, price 1s. 


Supplement, 
in Diesel Railway 


TO CALLERS AND TELEPHONERS 
Until further notice our office hours are: 
Fridays, 9.30 a.m. till 5.30 p.m. 
The office is closed on Saturdays 


Mondays to 


ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret 
that it is no longer possible for us to answer enquiries 
involving research, or to supply dates when articles appeared 
in back numbers, either by telephone or by letter 


ERRORS, PAPER, AND PRINTING 


Owing to shortage of staff and altered printing arrange- 
ments due to the war, and less time available for proof 
reading, we ask our readers’ indulgence for typographical and 
other errors they may observe from time to time, also for 
poorer paper and printing compared with pre-war standards 
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2,200,000 Workers Get £579,000 More 


oe April an addition of £579,000 was made to the 
national wages bill, spread over 2,200,000 workers. In 
the first four months of this year 4,178,000 workers have 
shared a total increase of £1,419,000, equal to £73,788,000 in 
a full year. In giving the latest figures, the Ministry of 
Labour estimates that the average increase in wages since 
1939 has been between 59 and 60 per cent. The most im- 
portant increase in April was a 6s. a week national bonus 
for engineers, and with other and smaller advances the 
wages of 705,000 in the metal, engineering and shipbuilding 
industries have risen by £473,100 a week since the beginning 
of the year. This is equal to an annual addition of 
£24,600,000 to the labour costs of these industries. The addi- 
tion of nearly £74,000,000 to the spending power of indus- 
trial workers affords little hope of any early stabilisation of 
the price level, and its reflection in production costs of engi- 


neering products may have grave consequences when the 
present sellers’ market becomes more competitive. Trade 


union leaders still have costly projects in mind, which in 
present conditions appear short-sighted not only from the 
national viewpoint, but ultimately from that of the workers 
they represent. 

oa * x * 


Southern RaiJway £475,000 Scheme at Southampton 

In April this year Mr. R. P. Biddle, Southern Railway Docks 
& Marine Manager, visited the United States and Canada to 
study methods adopted in those countries in the handling of 
passengers and cargo. Mr. Biddle’s investigations covered not 
only docks, but railway, road, and airway terminals. The 
results of his investigations have been incorporated in the 
scheme for the rebuilding of the passenger and cargo sheds at 


the Ocean Dock, Southampton, details of which are given 
elsewhere in this issue. The handling of passengers from 
ocean-going liners at Southampton is a railway problem 


peculiar to this country, for in most other parts of the world 
the embarkation or disembarkation of liners such as the 
Queen Mary, takes place at the Capital, and the passenger 
proceeds immediately by road from the docks to his immediate 


destination. At Southampton practically all the passengers 
are in transit for London or other parts of the United 


Kingdom, and the majority of them and their baggage have 
to be handled by rail. For the first time the use of an island 
platform below the transit sheds will enable two trains to be 
dealt with simultaneously. 


* * * * 


Home Railway Traffics 

Traffic receipts of the four main-line railway companies and 
the London Passenger Transport Board for the four weeks 
to May 19 showed substantial declines in all sections except 
coal and coke. Merchandise. revenue was £2,012,000 lower, 
at £8,202,000, than in the similar four-weekly period of 1945, 
and on the same basis of comparison passenger receipts fell 
£1,161,000 to £14,758,000. Coal and coke movements yielded 
£108,000 more at £3,762,000, but on balance the total receipts 
were £3,065,000 less at £26,722,000. 


FOUR WEEKS ENDED MAY I!9, 1946 

1946 1945 or Per cent. 1939 

£000 £006 £000 or — £000 

Passengers ... 14,758 15,919 -1, 161 -7°8 7,185 
Merchandise 8,202 10,214 -2,012 24:5 4,589 
Coal and coke 3,762 3,654 +108 2:8 2,698 
Total 26,722 29,787 3,065 —II-4 14,472 

AGGREGATE FOR THE TWENTY WEEKS OF THE YEAR 

1946 1945 -or— Percent. 1939 

£000 £000 £000 or — £000 

Passengers ... 69,627 71,999 -2,372 —3-4 34,514 
Merchandise 40,255 52,100 —11,845 -29-4 20,572 
Coal and coke 18,440 18,337 103 +5°5 13,921 
Total 128,322 142,436 —14,114 —10-9 69,007 


As will be seen from the foregoing table, total traffic re- 
ceipts for the twenty weeks of the current year were 
£128,322,000, or £14,114,000 less than in the similar period 
of 1945. Returns for the two years are not strictly com- 
parable because of varying incidence of bank holidays. Last 
year the Easter week ended on April 8, compared with April 28 
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this year, and in 1945 there were VE-holidays on May 8 and 
9. A year ago the week before Whit Monday ended on 
May 20. 


* * * * 


Overseas Railway Traffics 
Receipts of the Leopoldina Railway for the week ended 
May 25 were affected by the strike, as a result of which the 


system was placed under Government administration on 
May 22. A decrease of £11,911 was shown on the preceding 


year, compared with an increase of £2,055 in the preceding 
week. Buenos Ayres & Pacific results have improved con- 
tinuously since earlier declines were arrested in the 44th week, 
with a maximum gain so far of ps. 142,000 for the week 
ended May 18. In the fortnight ended May 25, Central 
Argentine results increased by ps. 616,180, Buenos Ayres Great 
Southern by ps. 401.000, and Buenos Ayres Western by ps. 
263,000. Argentine North Eastern earnings fell by ps. 2.800 in 
the week ended May 18, and by ps. 32.000 in the next seven 


days. Results are compared in the following table: 
No.of Weekly Inc. or Aggregate Inc. or 
week traffics dec. traffics dec. 
Buenos Ayres & Pacific* a 2,285 125 107,648 + 4,264 
Buenos Ayres Great Southern* 47 3,120 + 198 167,993 + 10,699 
Buenos Ayres Western* ‘ne ae 1,229 + 208 56,691 + 3,58! 
Central Argentine* ... « 47 3,128 + 335 148,458 — 
£ £ £ 
Canadian Pacific rs «» 21 1,493,600 —300,000 23,259,800 —2,071,200 


* Traffic returns in thousands of pesos 
Canadian National results for April showed a decrease of 
£868,200, compared with a decline of £888,600 in March. 


* * * * 


A Blank Cheque to Attract Tourists 

A grant from the Government of £25,000 to the Travel 
Association of Great Britain & Ireland for the current finan- 
cial year, with a further unlimited grant of £1 for every £1 
raised by the Association from outside sources, was announced 
by Lord Hacking. Chairman of the Association, at a press 
conference on May 28. In stressing the importance of the 
tourist industry, which he said represented one of our biggest 
invisible export trades, Lord Hacking pointed out that in a 
normal year American travel expenditure was estimated to be 
£300,000,000, and he thought that one-third of this sum should 
come to Great Britain. While the value of a large tourist 
traffic lies not merely in immediate financial gain, but also as 
a means of improving international relations, there is justi- 
fication for regarding its development as a priority task if 
only because we badly need the dollars. Great Britain is hardly 
in a position to cater for overseas visitors at the present time. 
but it is necessary to prepare now for visitors in 1947 and 
1948, and every effort must be made to provide a high stan- 
dard of comfort for them. Further assistance could be rendered 
by the Government in this connection by speeding up the 
derequisitioning of hotels still held. and by encouraging 
hoteliers to carry out improvements to their premises; it would 
help considerably if increased hotel assessments could be 
spread over a period of years. 

* * + * 


Improving European International Services 

Lecturing on May 30 at the London School of Economics 
on * The Organisation and Control of European Inland Trans- 
port” (as reported elsewhere), Professor E. R. Hondelink, 
Director-General of E.C.I.T.O., said that joint effort and 
common action were necessary in replanning the European 
transport system. The present was a golden opportunity of 
controlling transport so as to provide the best possible ser- 
vice for the greatest number of communities. Before the war 
there had been amalgamations and nationalisation of railways 
within individual countries, and much had been done in the 
technical improvement and acceleration of internal services. 
International trains had not shared in these improvements, and 
had tended to take a second place in the services of adminis- 
trations intent on speeding up their own communications. In 
the future close co-operation between governments and ad- 
ministrations would be essential, and there was room for 
merger of the large number of transport associations which 
previously had duplicated each other’s work. Professor Honde- 
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link advocated some form of regional transport organisation 
to deal with such matters as standardising equipment for inter- 
national services, and the rationalisation of through rates and 
fares. 

* * * * 


Motive Power Appointment in the U.S.A. 


Statistics published in the United States recently show that 
roughly one-twelfth of the passenger services of the country are 
now being operated by diesel power. Yet, although diesels are 
thus responsible for 8.4 per cent. of the passenger haulage, they 
formed no more than 3.7 per cent. of the 6,865 United States 
locomotives assigned to passenger service in August, 1945. At 
the date mentioned there were 290 electric locomotives, form- 
ing 4.2 per cent. of the total and undertaking 5.4 per cent. of 
the passenger duty; but their share was easily outclassed by that 
of the 254 diesel-electric locomotives. Steam power formed 
92.1 per cent. of the stock and worked 86.2 per cent. of the 
traffic. In defence of steam, it should be adced that scarcely 
any of the passenger diesels are over ten years old, whereas 
much of the steam stock is three times this age and more, and 
has not the benefit of the latest technical developments. In 
1936 there were in all 8,200 locomotives on passenger duty in 
the United States, working 371.858,000 train-miles between them, 
as compared with the 467,218,000 miles by 1,235 fewer locomo- 
tives in 1945; the average daily mileage per locomotive between 
December, 1936, and August. 1945, went up by 82.5 per cent. 
from 127.0 to 231.7 miles. The average formation of all pas- 
senger trains in the U.S.A., on main, subsidiary, and branch 
lines, rose from an average of 7.3 cars in 1929, 8.0 in 1939 
and 8.9 in 1942, to 10.1 with steam, 11.3 with diesel, and 11.5 
with electric power in 1945. 

* + - a 
A Rapid Timber-Seasoning Process 

A new artificial seasoning process for timber has been de- 
veloped in America after six years’ intensive research and tests 
It is known as the Taylor-Colquitt vapour-drying process. | 
which the period for seasoning sleepers and other timber pro- 
ducts is reduced from one of months to days. Furthermore 
it is claimed that splitting and other ordinary seasoning de 
are reduced to a minimum, and that as much moisture c 
be removed overnight from green red-oak timber as by 15 
months’ normal seasoning. From a charge of 800 sleepers. as 
many as 4,000 gal. of moisture can be extracted in 14 hr., 
the average quantity remaining in the timber being only about 
30 per cent. A further advantage is that impregnation car 
be arranged to take place simultaneously with this process 
The latter consists of exposing green or partly-seasoned timber 
products in a closed chamber to high-temperature organic 
vapour which heats the wood and rapidly vapourises the mois- 
ture it contains. The moisture is, in fact, continuously re- 
moved in the presence of a saturated atmosphere of an inert 
organic gas that is itself initially devoid of moisture and oxhiis- 
ing influences. In this way no charing or hydrolysis occurs at 
the high temperatures involved. Comparative freedom from 
splitting is noticeable on removal of the timber from the treat- 
ing chamber, and has proved to be even more marked in 
sleepers after two years’ service on a main line of the Southern 
Railway (U.S.A.), as compared with normally seasoned sleepers 
laid and inspected at the same times. 


font 
POLLS 


a * + * 
Which Bell Was It? 

When the block telegraph system came to be applied to 
routes having several lines of way, it was necessary to find 
means of distinguishing the various block bells. In many 
signal boxes on multi-track sections outside some _ termini, 
Waterloo, for instance, quite a number of bell domes of dif- 
ferent tones had to be used. Even so, it was at times difficult 
to be certain which bell had sounded. In his recent paper on 
manual block working, Mr. Wagenrieder referred to the possi- 
bility of giving some visual indication to assist the signalman. 
Such indicators are often used on the Continent, where distinc- 
tion of tone is sometimes not attempted. It is of interest to 
recall that C. V. Walker, who applied tlock working on the 
S.E.R. from 1851 onwards by a system of single stroke bells. 
introduced an index pointer which not only showed that a 
particular bell had sounded, but, by advancing over a gradu- 
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ated scale, also the total number of beats it had given. The 
pointer had to be reset by hand when acknowledging, but it 
was found that this was often neglected, and eventually the 
device was given up. 
* * * * 
New S.N.C.F. Mixed Traffic Engine 
The management of the French National Railways recently 
decided to introduce a new type of mixed traffic locomotive 
able to deal with most express passenger services if desired and 
provide improved facilities for handling the fast freight trains, 
the importance of which has considerably increased of recent 
years. The mixed-traffic type of engine for some time has been 
popular in France and some of the old company lines made 
constant use of it. A description of the new engine in Chemins 
de fer, the issue of which has now recommenced, shows it to be 
a component of the 2-8-2 type, with boiler adapted from a de- 
sign formerly used on the P.L.M. line, but fitted with a steel 
firebox and pressed to 280 lb. The frame plates have been 
made especially stout. The cylinders are i6§ in. and 25} in. 
dia. by 274 in. stroke, with only one set of valve gear, actuating 
Villoteaux type valves, on each side, and of course a by-pass 
valve. Driving wheels are 5 ft. 5 in. dia. and the weight of 
the engine in working order without tender is 112 tonnes. The 
machines are of handsome appearance and able to run up to 
about 65 m.p.h., and haul up to 1,400-tonne loads on a gradient 
of 1 in 200. It is intended to put about 290 in service, and 
over 100 are now running. Excellent results have been 
obtained at the Vitry testing station, during trials on the 
former P.L.M. route and in service on the S.N.C.F. lines 
generally, on both fast freight and passenger trains. 
+ * + « 
A New Industrial Steam Locomotive 
We describe elsewhere in this issue an industrial locomotive 
which is being built by Sentinel (Shrewsbury) Limited, as one 
of the firm’s post-war lines. The design should commend itself 
to users who wish to realise the advantages of steam power 
for such purposes—for example, flexibility of operation and a 
high degree of mechanical reliability. The locomotive is simple 
and very robustly constructed. It has a chain drive both from 
the jackshaft to the front axie, and between the axles them- 
selves, and should run very smoothly, so that no undue oscilla- 
tion may be feared; consequently the maximum advantage may 
be taken of the short wheelbase of 4 ft. 9 in. The totally 
enclosed steam engine is particularly attractive for industrial 
use, especially in colliery sidings and cement, lime, or brick 
works where there is a large amount of dust in the atmosphere. 
in this respect, the “ Sentinel,” for many years, has pointed the 
way which is now being followed by Mr. Bulleid, whose 
“ Merchant Navy” and * West Country ” locomotives are pro- 
vided with an enclosed drive, at any rate for the valve gear 
and centre connecting rod. The builders have kept the weight 
of these locomotives to the reasonable figure of 24 tons in 
working order; and this, coupled with the restricted height and 
width, will enable them to be used in a very wide variety of 
establishments. 
* * * * 
Driver Tampered with Locomotives 
An L.M.S.R. engine driver was sentenced to five years’ 
penal servitude at Chester Assizes on June 3 on two charges 
of tampering with locomotives at Crewe. On November | 
last year he was seen to leave his shunting engine and go on 
board a * Royal Scot” class locomotive; a foreman found the 
regulator opened and the engine in full backward gear, so 
that it would have moved off when steam pressure rose had 
he not restored the controls to safety. On January 29 this 
year, the same driver set an engine and tender in motion, with 
the result that it travelled for 285 yd. and was derailed near the 
main Shrewsbury line. The driver said in evidence that he had 
no grouse against the railway company and did not bother 
about politics. He declared that he had never maliciously 
interfered with an_ engine. After he had been found 
guilty, a railway police official said there had been 19 cases 
f interfering with engines at Crewe since 1943. No motive 
for either incident with which the driver was charged emerged 
it the trial, ana the judge, Mr. Justice Charles, declined to 
defer sentence until a medical examination had been made, 
saying that there was no evidence of insanity, The driver, whose 
age is 46, had 32 years’ service. 
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Increased Railway Rates 


E reproduce elsewhere the statement made by the Minister 

of Transport in the House of Commons on Wednesday, 

May 29, indicating that the Government had decided that as 

from July 1, passenger fares are to be increased from 163 per 

cent. to 334 per cent. over the pre-war level; workmen’s fares 

and season-ticket rates from 10 per cent. to 25 per cent. over 

pre-war level, and charges for freight train traffic from 16} per 
cent. to 25 per cent. over pre-war. 

As even certain Members of Parliament are under a complete 
misapprehension as to the position, it is not surprising that 
the popular press is also in error in attributing the increase 
to a request from the railway companies and the L.P.T.B. 
This is certainly not the case. The fact is that under the 
Railway Control Agreement the Government is under obliga- 
tion to pay the controlled undertakings fixed annual sums 
totalling £43,469,000, and the railway companies, therefore, 
are not concerned as to how the Minister of Transport adjusts 
railway charges apart from any repercussions his action might 
have on the railways and the Board in the post-control period. 

One M.P. even tabled a question asking for what reason the 
railway companies and the Board are paid a fixed annual sum! 
To destroy any misconception in this respect we would point 
out that this sum represents the compensation payable by the 
Government for the control of the railways, a control which 
has already yielded the Exchequer a clear profit of over 
£195 million. Further, in agreeing to this fixed annual pay- 
ment, the railway companies made it quite clear at the time 
that they did not regard their acceptance of-this figure as in 
any way reflecting the existing or potential value of their 
undertakings. During the war years traffics ran at such a 
high level that, despite steadily rising costs, the annual pay- 
ments to the controlled undertakings were not only covered, 
but yielded the handsome surplus mentioned above. 

In 1945, however, traffic commenced to decline, and this 
tendency has been accentuated during 1946, largely because of 
the rapid decrease in Government traffic. For this reason it 
is estimated that, compared with a net revenue of £624 million 
earned in 1945, the controlled undertakings would earn only 
about £34 million during 1946. This would involve the pay- 
ment from Government funds of about £40 million to make 
up the annual payments to the railways. The Minister of 
Transport, therefore (and not the railway companies or the 
L.P.T.B.), has decided to impose the above increases, which are 
estimated to produce about £30 million in a full year. Thus 
the Exchequer will in any case be compelled to bear not only 
the full deficit up to the time the additional charges become 
operative, but any balance in the annual payments which 
might still remain. 

Little attention has been paid in the press to the Minister’s 
statement that this increase is only a first step. Even if the 
estimated sums are raised and expenditure is kept at the 
expected level, there will still be a deficiency of some £10 
million in the required annual net revenue. The Minister 
accordingly has asked the Charges (Railway Control) Consulta- 
tive Committee, which was set up in March, 1940, and consists 
of the permanent members of the Railway Rates Tribunal 
sitting in an advisory capacity, to hold public inquiries and 
advise him as to the best method of adjusting the charges 
made by the controlled railway undertakings and the L.P.T.B. 
respectively, so as to produce during 1947 sums approximating 
to those payable under the Railway Control Agreement. 
Prima facie the Committee has to suggest how a further £10 
million can be raised, but, whether the additional sum to be 
raised proves to be appreciably greater or smaller than this, 
is dependent entirely on the rate at which trade and industry 
can resume their pre-war activities, and also on the future 
level of wage rates and prices of materials, matters on which 
it is impossible now to be at all precise. 

In conducting its inquiries the Committee is directed to 
have regard to the Government's policy of full employment and 
to the importance of maintaining adequate coastwise shipping 
services, while aiming at an equitable distribution of charges 
between the various classes, or groups of classes, of traffic. 
As the increases in passenger fares just announced apply 
only to the Green Line services of the L.P.T.B., it seems 
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evident that the Board’s road and rail fares will have to be 
increased. But as the net revenue to be earned by the Board 
is to approximate £4,835,705, the Committee, on the basis of 
the present estimates, will have the task of suggesting how 
at least a further £5 million can be secured from the users of 
the controlled railway undertakings in 1947. 

It will be observed that the remit to the Committee in the 
case of the railways directs it to afford the railway companies 
an opportunity of making representations. This is somewhat 
puzzling, as the railways are not at present concerned with the 
level of charges. We assume that, if requested by the Minister, 
they would be prepared to facilitate the Committee’s task by 
submitting their views as to the best method of raising the 
additional revenue which is required by the Government. 

A last, and most important point, is that it is completely 
incorrect to say, as is being said in certain quarters, that the 
figure of £43 million now becomes the new standard revenue 
of the companies! The fact is that Article 33 of the Railway 
Agreement (Powers) Order of 1941 expressly provides that 
before control comes to an end, that is, before all statutory 
rights and obligations as they exist at that time again apply 
to the controlled undertakings, time will be given for the 
operation of any statutory machinery governing the level of 
railway charges. The relative standard revenue provisions of 
the Railways Act, 1921, have not been repealed. The opera- 
tion of the statutory machinery for adjusting the level of 
charges so as to enable the companies to earn the standard 
revenues provided for in that Act merely has been suspended 
during the period of control. 


The Lesson of Lichfield 


LTHOUGH there have been accidents in the past brought 
about by defective working of facing points, particularly 
in the days before the safeguards by which their operation is 
now compulsorily surrounded had been much applied, there 
has not been, so far as we are aware, any instance in this 
country in which the conditions were exactly comparable with 
those obtaining in the collision at Lichfield on January 1. On that 
occasion the facing points were standing bolted falsely reversed 
for an occupied line, in complete discordance with the lever in 
the signal box, where all the relevant signal levers for the 
direct route, which the train was intended to follow, had been 
pulled over. Lt.-Colonel E. Woodhouse’s report on the acci- 
dent has now been issued and is summarised elsewhere. The 
essential facts—except for one admittedly very important point 
-were not at any time open to real dispute. The reason why 
the points were standing as they were was discovered soon 
after the accident, as also was the reason why the signalman 
had been able to put the point lever irregularly to normal. 
There was no doubt either that the outer and inner distant 
signals and the starting signal were in the clear position, but 
whether the home signal was also “ off” was seriously con- 
tested. The driver of the colliding train declared that it was 
cleared for him, and was supported in this by three others 
in a decided manner. Nothing in the condition of the detec- 
tors or other equipment could be found, however, to make 
their statements credible, and Colonel Woodhouse was driven 
to the conclusion that the signal was in all probability against 
the train. We think so, too, and believe that the detector 
duly functioned as it should. 

It is true that detectors are provided to prevent the clearing 
of signals reading over points which are not in the correct 
position, but their effect is, with our ordinary mechanical 
equipment, strictly limited, for if a lever is pulled over against 
them and thus allows of a distant signal lever being freed and 
pulled over irregularly, as happened in this case, a very grave 
situation is created. Our fast trains run, and must do so, on 
the distant signal indications, and if these are falsely clear 
the warning given by the signal located at—or almost at— 
the point of danger may easily be of no practical use at all. 
In bad weather, or when signals are obscured by steam from 
neighbouring engines, a driver who has seen a clear distant 
signal must often continue to run, assuming that things are 
right for him, or it would be impossible to conduct the traffic 
at all, and hence in our opinion it is the ability to give a 
false high-speed signal—for that is what it comes to—which 
is the menace that requires guarding against. 

One management on the Continent decided some years ago 
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to equip all facing points run over by passenger trains with 
electric detectors, so that the lever which is the first key to 
the situation cannot be moved at all unless conditions 
right. In India, too, especially; we believe in the moder 
double-wire installations, arrangements are frequently mad 
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to prevent the forcing of a lever from freeing others applyi: 
to the signals in the rear, so maintaining control over 
aspects that govern the action of the express driver. 

At Lichfield the conditions were about as bad as could e 
in the working of points—arising out of an unusual combina- 
tion of circumstances, it is true—and yet it was possible to 
display clear distant indications, apparently assuring the - 
coming driver that everything was right for him to travel at 
maximum speed, but in reality merely proving that ceri 
levers had been brought forcibly into positions discordant \ 
the apparatus they were intended to actuate. It is not surp 
ing that the warning which, we are convinced, was really 
being given by the home signal, proved useless, and it can 
only be counted as extreme good fortune that the colliding 
train was not a passenger express travelling at 60 to 70 m.p.h. 
This accident confirms us in a belief we have long held, that 
no detection can be considered thoroughly satisfactory for 
facing points in high-speed routes which does not give effective 
control over the distant signal, and this seems to us the true 
lesson emerging from it. 


aa 


* * * * 


Sir Arthur Griffith-Boscawen 


E regret to record the death of the Right Hon. Sir Arthur 

Griffith-Boscawen in London on June 1. The Press 
notices of the event dealt adequately with his political career 
and with his services to the Church of England, but hardly 
did justice to the work which he performed in conducting 
important inquiries into transport questions. In August, 1928, 
Sir Arthur Griffith-Boscawen was appointed chairman of the 
Royal Commission on Transport which was set up to con 
sider the problems arising out of the growth of road traffic. 
The first report of the Commission, dated July, 1929, made 
recommendations for the control of traffic on roads, including 
one that railway level crossings should be eliminated on all 
classified roads. A second report, issued in October, 1929, 
proposed a licensing system for public service vehicles carry- 
ing passengers. The recommendations of the two reports 
were practically all embodied in the Road Traffic Act, 1930. 
The third and final report of the Commission, published in 
1931, reviewed the co-ordination and development of inland 
transport and coastwise shipping. Its main suggestions were 
that road hauliers should be placed under a system of licensing 
to be administered by the area traffic commissioners and that 
a Permanent Transport Advisory Council should be estab- 
lished. Effect was given to these recommendations in the Road 
& Rail Traffic Act, 1933. 

Sir Arthur Griffith-Boscawen became Chairman of the Ad- 
visory Council, which reported on service and rates in July, 
1937, and on the square deal proposals of the railway com- 
panies in March, 1939. These revorts led to the creation of 
the Road & Rail Central Conference to formulate principles 
on which voluntary agreements should be made in regard to 
the rates to be charged by road and rail for merchandise 
traffic, but no legislation was passed because of the outbreak 
of war. The country owes a debt of gratitude to Sir Arthur 
Griffith-Boscawen for the time and thought which he willingly 
gave to the handling of all these investigations into compli- 
cated transport matters. Since April, 1941, he had been a 
member of the War Transport Council, constituted by the 
Minister of Transport to advise him on questions of policy 
and renamed the Inland Transport War Council when the 
Ministry of War Transport came into being. 


* * * * 


Philippine Railway Restoration 


HORTAGE of transport facilities was the chief impediment 

to the resumption of commercial and industrial activities 

in the Philippines throughout 1945. Moreover, military opera- 
tions precluded the revival of anything approaching normal 
activity until after VJ-Day (September 2, 1945), although the 
first landings had taken place on October 20, 1944, and the 
liberation of all Luzon was complete by the middle of 1945. 
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At the end of the year the north line of the Manila Railroad 
the Army to San Fernando, La 
Union Province, and the southern line from Manila only to 
Service beyond that point was later augmented 
Restoration of the southern 
line to its terminus at Legaspi would be highly desirable for 
securing copra from this rich coconut area, 
may be required before the line can be put in operation, 
because of lack of funds and equipment for bridge building, 


Company was operated by 


Los Banos. 
by the use of 80 motor lorries. 


relaying of rails, and the like. 


The northern line has been operated mainly for passengers, 
as the two principal products of central Luzon, 
rice, are not available for shipment in any appreciable quantity. 
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Some imported goods have been carried to Provinces in central 


Railroad Company to civilian 


been delayed, because of insufficient funds in 
the hands of the company and of strike threats. 
the Philippine Congress appropriated 20,000,000 pesos to be 
loaned to the company, 
made available up to the close of 1945. 
Railway Company’s two lines in the Visayan Islands—one on 


Although 


only a very small portion had been 
Of the Philippine 


Panay and the other on Cebu—the Panay line has been restored 


sugar and 


and is reported to be operating profitably, because of the 
shortage of motor transport on the island. The Cebu line, 
however, has not been put into service. 








Publications Received 


Chemins de Fer (Railways). Paris: 
Officia! organ of the Association frangaise 
des Amis des Chemins de Fer. Published 
every Other month at 76 Rue du Vau- 
girard, Paris, 6. 103 in. x 84 in. 24 pp. 
Illustrated. Price 40 fr. per issue-—We 
are glad to record the re-appearance, in an 
improved and attractive form, of this 
informative periodical, which had to cease 
publication when France was overrun. 
The A.F.A.C. was prohibited by the Ger- 
mans, but managed nevertheless to keep 
its members together, with the result that 
its numbers had actually increased from 
500 to 1,200 by the time the enemy had 
been driven out. Plans are being made 
for reviving all its activities and greatly 
improving the quality of its publication. 
The present issue, actually dated a year 


ago, contains interesting articles on the 
former P.L.M. route through the 
Cévennes; the centenary of the Stras- 


bourg—Basle line; the life of the artist 
E. A. Schefer, who painted so many rail- 
way scenes and was, we regret to read, 
killed in a bicycle accident in 1942; the 
new standard S.N.C.F. mixed traffic en- 
gine; and the latest French electric loco- 
motives. There are also notes on 
American practice, modelling, and recent 
railway books. The illustrations are of 
much interest and the journal is very well 
produced, especially considering the diffi- 
culties still obtaining. Before the war it 
made welcome reading to anyone inter- 
ested in railways, and we trust it is now 
entering on its new series of issues secure 
from further interruption. 


La Vie des_ Transports 
Going On in Transport), New weekly 
journal; first issue dated November 15, 
1945: Editorial Offices, 1, Avenue St. 
Honoré-d’Eylau, Paris 16. Price 15 fr. 
each issue; 12 pages; 12 in. X 17 in— 
This new periodical intends to devote 
itself to recording the principal events in 
the transport world and providing a forum 
for the free discussion of all matters of 
interest connected therewith. Every form 
of transport is to be dealt with. The 
issue under notice, the first to appear, con- 
tains articles on the question of building 
‘ Autoroutes’”’ in France, the trend of 
motor vehicle design, the modernisation of 
the barrage arrangements on the lower 
Seine, the reform of railway rates and 
fares, etc. 


The Narrow Gauge Railways of 
Ireland. By H. Fayle. London: Green- 
lake Publications Limited, 156, Camden 
High Street, N.W.1. 84 in. X 64 in. 204 
pp. + folding plates. Illustrated. Price 
17s. 6d.—To encourage the development of 
backward areas, the construction of 
narrow-gauge railways was undertaken in 
Ireland, principally in the eighties of last 
century, to an extent unknown in other 


(What’s 


parts of the British Isles. With the ex- 
ception of the so-called monorail railway 
from Listowel to Ballybunion, these lines 
were laid to a gauge of 3 ft., and con- 
stitute an unique feature of the transport 
system of the country, which has received 
but scanty attention in the past. A com- 
plete account of these interesting and com- 
paratively unknown undertakings has now 
been collected into one volume by Mr. 
H. Fayle, the well-known authority on Irish 
railways. The work has been divided into 
three parts, embracing, respectively, the 
steam-operated lines in Northern Ireland, 
the steam-operated lines in Eire, and the 
electric railways in both parts of the 
country. Great care has been exercised in 
the choice of the numerous illustrations, 
which of themselves form an admirable 
record of the railways, including, in certain 
cases, examples of tickets. Of excep- 
tional interest are the folding plates show- 
ing the coats of arms of the railways, and 
the gradients of several of the lines. These 
records are all the more valuable as many 
of the lines have already succumbed to 
road motor competition, and others are 
seriously jeopardised. The outline maps at 
the head of the chapters dealing with the 
railways will be of assistance to readers 
who are unfamiliar with Ireland, but it is 
to be regretted that it was not found pos- 
sible to extend this feature to include the 
electric lines. 


The Theory of Fare Collection on Rail- 
ways and Tramways. By W. H. Bett. 
London: Railway World Limited, 245-247 
Cricklewood Broadway, N.W.2. 8} in. X 
3 in. 64 pp. Illustrated. Price 8s. 6d. 
net.—The collection of fares is obviously 
of such fundamental importance to any 
passenger transport undertaking that it is 
surprising that there should be such a 
paucity of authoritative literature on the 
subject. The author of the present work is 
fully alive to this deficiency, and has set 
himself the far from easy task of collect- 
ing a mass of information from many 
sources, and of subjecting it to a searching 
analysis. No more than a broad outline 
of the methods adopted has been possible 
within the compass of a small volume, 
but this concise explanation of the theory 
and practice of fare collection paves the 
way for a more intensive study of the sub- 
ject. Mr. Bett’s researches have embraced 
the railway and tramway systems of 
several countries, all of which have their 
own peculiar problems, calling for widely 
varying practice in the collection of fares, 
and the subsequent checking of tickets. 
The reader is thus able to form a clear 
general picture of the methods adopted, 
and to compare the advantages of one 
system with the weak points of another. 
On the whole, the illustrations appear to 
be well chosen, although rather too much 
prominence seems to have been given to 
overseas items, to the exclusion of typical 
British practice. The captions of the illus- 


trations are remarkably comprehensive, 
and have the additional merit, in many 
cases, of including references to the text. 
Nevertheless, it is to be regretted that it 
was not found possible to make reference 
to the not unimportant detail of the 
colours of the tickets. 


Petroleum at War. By The Petroleum 
Times.  Brettenham House, Lancaster 
Place, Strand, W.C.2. 11 in. X 13 in. 
35 pp. Illustrated. Price 4s. post free— 
Thanks to having a plan aiready worked 
out in detail, the oil companies of Great 
Britain were able within 24 hours of the 
outbreak of war to concentrate a most 
effective weapon against the enemy, and 
this series of articles reprinted from our 
contemporary describes the inception and 
constitution of the Petroleum Board and 
some of its more important activities and 
achievements. One complete section is 
devoted to transport and distribution, and 
in this section emphasis is laid on the 
effective working partnership with the rail- 
way companies. Tribute is paid, also, to 
the way in which the employees of the 
board carried on during the heavy air 
raids to ensure continuity of supply. 


Wartime Activities of the Butterley 
Company.—In an_ illustrated brochure 
tracing the history of the Butterley Co. 
Ltd., which was founded originally in 1790 
to operate coal workings on the Butterley 
estate in Derbyshire, stress is laid on 
events which have shaped its present field 
of operations, these being the growth of 
the collieries, and the development of civil 
engineering in many forms, especially in 
railway transport and bridge building. 
The famous roof of St. Pancras Station 
and the 9,096-ft. bridge at Godovani in 
Southern India may be cited as examples 
of the constructional engineering achieve- 
ments of the company. During the war, 
however, every department of the firm 
concentrated on the national needs, and 
one of its new activities was the mass 
production of tank track links and tank 
track spindles. In its own shops, work 
ranged from the fabrication of keels for 
frigates to bridges of 150-ft. span, and 
from trench mortar bombs to panels for 
Bailey bridges and pontoons for Mulberry 
Harbour. Today the firm has about 
10,000 employees, and a high tribute is 
paid to their work and devotion to duty 
during the war years. 


Westinghouse A.C. Voltage Stabiliser: 
“ The Stabilistor.”—We have received from 
the Westinghouse Brake & Signal Co. Ltd. 
a copy of a publication—No. E.E.2— 
devoted to the “Stabilistor,” which has 
been designed by this firm to overcome 
several disadvantages associated with 
various makes of voltage regulating trans- 
formers. The booklet comprises 17 pages 
and has useful diagrams and tables, as 
well as illustrations. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


** One-Way Holiday Services” 


26, Palace Road, 
Streatham Hill, S.W.2. 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—In your editorial article regarding the improved train 
services, in your issue of May 24, you make no mention of 
certain “Saturday only” holiday services, which, from the 
current timetables, appear to run “one way” only. 

From June 15, through trains will be run from Perranporth 
at 8.55 a.m. and St. Ives at 9.25 a.m. to Paddington. A through 
Blackpool to Glasgow express leaves at 8.50 a.m. commencing 
June 1, and a second service from Blackpool to Glasgow at 
2 p.m., serving intermediate stations between Lancaster and 
Carlisle, runs from June 8. The L.N.E.R. can produce a 
“one-way” service to a holiday resort, the 8.15 a.m. from 
Darlington to Scarborough. It would be interesting to know 
why these trains cannot be run in the opposite direction, and 
how the rolling stock is worked to the point of departure. 
Doubtless other examples could be found of “ one-way ” 
holiday services. 


May 25 


Yours, etc., 
W. A. SHEPHERD 
[No doubt many other examples of apparently unbalanced 
workings could be found from a detailed study of the public 
timetables, and are dictated by operating requirements which 
at week-ends are of considerable complexity, and outside the 
scope of a general article—Ep. R.G.] 


Size of Railway Wagons 


Eynesbury, St. Neots, May 20 
To THE EpiroR OF THE RAILWAY GAZETTE 

Sir,—In commenting on my letter published in your issue of 
May 17, you say that (1) an axle-load of 15 tons is the absolute 
maximum for operation over industrial sidings and branch 
lines; (2) that few collieries could take 40-ton wagons without 
extensive relaying or alterations; and (3) the cost of altering 
screens to take 20-ton wagons was estimated at £24 millions. 

But the goods and mineral locomotives entering these places 
weigh 60 to 80 tons; the height and width of 20-ton and 40-ton 
wagons are practically the same as 10-ton wagons—only they 
are longer. Alterations to screens and sidings are, thus, un- 
necessary. A practical demonstration could easily be given by 
running a 20-ton and a 40-ton wagon slowly into any siding 
where it is disputed they can be used. 

At Royal Commissions, the railway companies stated that 
20-ton wagons could be used at all their 6,600 stations, and 
hundreds of collieries and works reported the same. So why 
not supply them? 

Although it is claimed that many sidings cannot take wagons 
with a wheelbase exceeding 9 ft., this applies to rigid-axle 10- 
to 20-ton wagons only. The 40-tonners are built on bogies, 
which give play to the bodies and wheels—enabling them to 
enter any siding. This strengthens my suggestion—and Mr. 
Kelway-Bamber’s—that 20-tonners should be given a miss, espe- 
cially as they have long been discarded by Canadian, American, 
and other railways, and, after a tour round the world studying 
railways, the late Mr. Philip Burt, Deputy General Manager of 
the L.N.E.R., said :— 

“In India, China, Manchuria, and Canada a 25-ton wagon 
would be considered small; 40, 45 and 50 tons capacity repre- 
sent a normal wagon in those, as well as many other countries. 
The difference in the size compared with what we are used to 
at home cannot help but make a considerable impression on 
the observer. After seeing so much of these larger units 
abroad—and getting used to them—our 10-ton and 12-ton 
trucks at home do, indeed, seem ridiculously small.” 

Yours faithfully, 
E. R. B. ROBERTS 


[We can only reiterate that railway companies’ locomotives 
do not, as a general rule, enter private sidings. As to our 
correspondent’s conclusion that “alterations to screens and 
sidings are unnecessary” for 20- or 40-ton wagons, the Stand- 
ing Committee on Mineral Transport, after studying the ques- 
tion of the transport of coal for over two years, reported in 
October, 1929, that their investigations showed that 56 per cent. 
of the collieries on a tonnage output basis, and 64 per cent. 
on a numerical! basis, cannot handle 20-ton wagons. Further, 
43 per cent. of private sidings serving works with a weekly 
consumption of 500 tons of coal and above cannot take 20- 
ton wagons, and the committee felt that the position at smaller 
works would be even more unsatisfactory. In its view, drastic 
reconstruction of terminals is a pre-requisite to the use of even 
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20-ton wagons, and it put the cost of adaptation of screens. and 

so oi, at collieries at £24 millions. Very little progress has 
been made since that date, and the cost would now be almost 
doubie that mentioned. The G.W.R. has been endeavouring 
to popularise the use of high-capacity wagons since 1923 by 
building 1,000 20-ton mineral wagons for hire to colliery com- 
panies, and by the offer of rebates from the railway and dock 
charges. In 1929, under the provisions of the Development 
(Loan Guarantees & Grants) Act, 1929, the company arranged, 
in conjunction with the Government, for the construction of a 
further 5,00) 20-ton wagons for hire to South Wales colliery 
owners, with an option to purchase at a nominal figure at the 
end of the hire period. While all these wagons were subse- 
quently purchased, comparatively little further progress has 
been made by colliery companies in the direction of building 
20-ton wagons.—Eb. R.G.] 


The Pennsylvania Railroad Centenary 


Hampstead, May 26 
To THE Epiror OF THE RAILWAY GAZETTE 

Sik,—The article in your issue of May 24 gives a clear idea 
of the origin and development of America’s greatest railway. | 
would, however, suggest that the Pennsylvania had more charac- 
teristics in common with the old North Eastern Railway than 
with the London & North Western. Both the Pennsylvania and 
the N.E.R. were primarily coal carriers. Both gradually ex- 
tended their lines to serve compact territories engaged for the 
most part in heavy industries. In the early years of this cen- 
tury, the Pennsylvania forged ahead under the guidance of an 
enterprising railwayman, A. J. Cassatt, who rose from the 
grade of engineering rodman to the Presidency of the railroad, 
and put new life into the undertaking. Contemporaneously, Sir 
George S. Gibb was remaking the North Eastern by introducing 


new operating methods. Powerful locomotives and large 
wagons were installed, and the North Tyneside lines were 
electrified. 


These changes went hand in hand with a reorganisation of 
the work of the traffic and engineering departments, which was 
modelled to a great extent on American practice, as exemplified 
on the Pennsylvania. There was also a resemblance between 
the boards of the two companies. While a Pennsylvania direc- 
ior had to reside in that state, a N.E.R. director was, as a rule, 
either a landowner or a leader of industry in Northumberland, 
Durham, or Yorkshire. 

Last year the net ton-miles worked by the Pennsylvania 
decreased by 10 per cent. from the 1944 level. This year the 
American railway will be hit hard by the labour troubles which 
are rampant in the States, but it has great powers of recovery 

Yours faithfully, 
R. BELL 


Punctuality Before High Speed 


32, Portland Road, Bishop’s Stortford, 
May 25 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—I do not know whether the speed feat of Silver Fox 
will be a prelude to the reintroduction—in a few months’ time 
—of the “* Coronation ” and other streamline expresses, but may 
I humbly suggest that before the L.N.E.R. thinks of doing that, 
they devote their energies to seeing that their ordinary trains 
maintain the schedules now in existence? My recent trips on 
the Kings Cross-York main line show that they are not capable 
of doing so at the moment. Here are some examples. My 
last two non-stop runs from Kings Cross-Grantham with a load 
of 14 coaches and a “ VI.2,” schedule 120 min., took 131 min. 
16 sec., and 135 min. 41 sec., the net times being 1284 and 131 
min. Ona trip from Grantham-York, with the same load, and 
engine No. 2578, 24 min. went against the engine on the 92- 
min. schedule; or take one more example—engine 4900 and 15 
coaches, this time from Grantham to Kings Cross, when the 
net time was 129 min. the loss by the engine was 11 min., 
as the schedule was 118 min. 

As a complete contrast to this persistent loss of time against 
the engine, I have just had on the Southern Railway a trip 
from Bournemouth Central-Waterloo fully up to pre-war stan- 
dard. We had 13 coaches and 2197. The schedule is still 
very easy, 42 min. to Southampton and 98 from there to Water- 
loo. But we cut these considerably, for we stopped in South- 
ampton in 34 min. 14 sec., having had a clear road throughout. 
On from Southampton, equally good work was done. After 
a fairly slow start due to slipping, the 20 miles of uphill from 
St. Denys-Litchfield were covered in 25 min. 18 sec. Here 
there was a permanent way check, but further good perform- 
ance was shown from there to the next p.w.s., just after Brook- 
wood—the 19.8 miles from Basingstoke to Brookwood being 
covered in 16 min. 14 sec., and although recovery from this 
slack was rather slow, Clapham Junction, to which a completely 
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clear run had been obtained, was passed in 84 min. 38 sec. from 
Southampton Central, and although signal checks then inter- 
vened, the stop in Waterloo was made in 94 min. I1 sec., 34 
min. early. Net time, however, works out as 86 min. 

It is a pity that the Southern Railway did not show a certain 
initiative and speed up some of its schedules. Yet, on the 
other hand, they do really seem to have reached a high stan- 
dard of punctuality. We can only hope that the L.N.E.R. will 
recover its pre-war standard of timekeeping. 

Yours faithfully, 
(REV.) R. S. HAINES 


The U.S.A. Austerity Locomotives 


Surrey, May 25 
To THE EpiToR OF THE RAILWAY GAZETTE 

Sir,—In the May 24 issue of The Railway Gazette you 
make editorial comment on the U.S.A. austerity locomotive, and 
give praise where praise is due. You mention, inter alia, that 
the fitting of a shut-off valve on the clack box permits removal 
of the clack without blowing down steam from the boiler. I 
have no experience of the U.S.A. pattern of this fitting, but 
having tried other types fitted to British (pre-austerity) locomo- 
tives, I feel that the virtues of such a device must be qualified 
in practice, because : — 

1.—The shut-off valve acquires a coating of scale, as it is 
normally in the open position. When screwed down, a perfect 
seal does not take place. The removal of the clack-box lid 
then reveals a blow of steam sufficient to deter the inquisitive 
from a close inspection of the interior of the clack-box. 

2.—Assuming the valve shuts reasonably well, one discovers 

by painful sensations that the whole clack-box is infernally 
hot, and the clack has to be fished out with a pair of small 
tongs. Just as it comes out, the tongs lose their grip and the 
clack, being too hot to catch, falls down into the pit! 

3.—After working on top of the hot boiler for a little time, 
even with the protection of an old sack, one decides that the 
designer deserves a dose of his own medicine, and that to make 
a satisfactory job of regrinding the clack is beyond endurance. 

I understand that the main virtue of a shut-off valve is to 
isolate a blowing clack, and to enable it to re-seat itself. This 
contretemps usually occurs on the running road, whereupon one 
discovers that the clack-box is out of reach, and that no one 
has remembered to provide a step or steps to reach it! 

Yours sincerely, 
FITTER BUTTERFINGERS 


Station Nameboards 


5a, Lyttelton Road, 
Hampstead Garden Suburb, N.2. 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—Mr. R. O. C. Thomson’s suggestion, in your May 31 
issue, that station nameboards should be at right angles to the 
direction of travel is obviously impracticable. The only 
persons who can see forward are the enginemen, and Mr. 
Thomson may note that signs erected for their use, for 
example, speed restrictions, are at right angles to the track; 
and also that * Passengers are requested not to lean out of the 
window.” 

If his suggestion was adopted and the passengers did lean 
out (as indeed, they would have to) they would probably have 
their necks broken at Llanrhaiadr Mochnant. 

Yours faithfully, 
J. L. BLONSTEIN 


June 1 


Passenger Fares 


Winchester House, Western Road, 
Cheltenham. May 28 
To THE EpitoR OF THE RAILWAY GAZETTE 

Sir,—The announcement yesterday in the daily press that it 
is intended to make a general increase in railway charges makes 
one wonder what consideration has been given to the following 
aspects of the question of passenger fares. 

Rail fares are already higher than those of the bus com- 
panies (including railway-associated bus concerns), and a 
further rise in rail charges will serve to increase this difference. 
As matters stand, the average person, where possible, uses the 
cheaper bus service in preference to the railway, especially on 
short runs where there is often little difference in journey 
times. Surely with a further increase over road fares, and with 
more road vehicles returning to provide increasingly adequate 
alternative transport facilities, the railways will not, to say the 
least, find themselves retaining the substantial passenger traffics 
of the present time. It seems that an attempt should be made 
to obtain uniformity of passenger fares as between rail and 


THE RAILWAY GAZETTE 


619 


road, as has indeed been achieved on the services operated by 
London Transport. 

It is also interesting to observe that there have been refer- 
ences recently to the possibility of re-introducing at some 
future date certain of the cheap fare facilities which were 
such a prominent feature of pre-war rail travel. Instead of 
restoring the once very numerous excursion and other forms 
of “cut-price’’ travel, which, in relation to ordinary fares, 
were often very cheap, would it not be preferable, in the 
interests of obtaining more uniform fares, to forego or to 
reduce the intended general increase? 

One final word. Why can’t the travelling public have the 
benefit of single rail fares at half the price of the popular 
monthly return tickets? 

Yours faithfully, 
R. L. COOK 


[Our correspondent is evidently under the impression that 
the general increase in railway charges is being made at the 
request of the railway companies. This is not the case, as 
will be seen from our editorial on page 615. He is also under 
a misapprehension in assuming that uniformity of passenger 
fares as betwecn rail and road has been achieved by London 
Transport. With the present shortage of coaches, it is unlikely 
that numerous classes of cheap fares will be restored for some 
considerable time. Presumably the answer to his last query is 
that the standard single fare is the basis of rail cheap fares, 
and the adoption of his proposal ultimately would lead to 
pressure for cheap fares to be based on half the monthly 
return fare, which, in normal circumstances, would involve a 
considerable loss of revenue.—Eb. R.G.] 


Timetables 


25, Bucks Avenue, 
Watford. May 27 
To THE EpItoR OF THE RAILWAY GAZETTE 

Sir,—The disinclination of the smaller of our main-line 
railway companies to show an inclination towards progress 
and uniformity, is shown very clearly in its continued indul- 
gence in the issue of large flimsy sheets of foolscap size, which 
easily become mislaid or lost—particularly in an office. The 
larger of three main-line companies are to be congratulated 
upon their issues of neat, attractive booklets, which are easily 
stored and are readily found when wanted. 

Through the medium of your columns, may I register an 
appeal to those concerned to give their very considered atten- 
tion to the issue of a passenger timetable in keeping with the 
other companies. 

Yours faithfully, 
A. R. GRIERSON 


[It’s all a matter of taste. Uniformity does not necessarily 
mean progress. Presumably our correspondent refers to the 
G.W.R. timetable, which is a foolscap size book of some 110 
pages. We have always understood that this size is most 
popular with passengers because of the clarity of the type. 
[he other companies’ books closely resemble Bradshaw, are 
therefore much thicker than the G.W.R. book, ranging up to 
400 pages, and the type is naturally much smaller. The 
G.W.R. type has certain advantages for travellers, and we 
suggest that the risk of loss of individual pages in offices 
would be greater with the smaller books.— Ep. R.G.] 








RAILWAY CHARGES CONSULTATIVE COMMITTEE.—A public in- 
quiry by the Charges Consultative Committee appointed by 
the Minister of Transport, will be held in the Lecture Hall, 
Auctioneers’ & Estate Agents’ Institute of the United Kingdom, 
23, Lincoln’s Inn Fields, London, W.C.2, on Tuesday, July 2 
when proposals of the London Passenger Transport Board will 
be submitted on the raising of charges. See Official Notices, 
page 639. 


Vicrory MarcH THROUGH LONDON.—The Transportation 
Training Centre, Royal Engineers, Longmoor Camp, will be 
represented on the Victory March through London on Satur- 
day, June 8, by two exhibits: (a) Two 153 h.p. diesel 0-4-0 
tank engines carried on transporters. These engines are similar 
to those which were landed over the Normandy beaches just 
after D-Day for work on the Courcelles-Caen Railway; (b) one 
single-screw 48 h.p. diesel unit craft tug. This is similar to 
the tugs and barges specially designed for use on the River 
Chindwin in Burma. Over 300 of these tugs and barges were 
carried by road over the mountains from Manipur Road in 
Assam to Kalewa on the Chindwin, where they were erected 
on the banks of this river and formed the core of the large 
I.W.T. fleet which was brought into operation in support of 
the 14th Army during its advance through Burma. 
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The Scrap Heap 


WARNING TO NATIONALISERS 

Mr. Pinner, the Manchester delegate to 
the conference of the Post Office Workers’ 
Union, described as “ niggardly and cheese- 
paring” the Post Office decision to reject 
the claim that Post Office servants dis- 
charged from the Forces should be given 
the annual leave which was due to them 
when they were called up. 


* * * 


100 YEARS AGO 


From THE RAILWAY TIMES, June 6, 1846 


Sov 1H WALES RAILWAY.-—At a Special 
General Meeting of the Proprietors in this Company, 
held at the Orfices of the Great Western Railway Compeny, 
at Paddingtcn, on the rd day of June, 1846, pursuant io 
the Standing Orders of Parliament. 

CHARLES RUSSELL, Esq., M P. in the chair, 

Resolved—That this meeting do approve of the drafts of 
the following Bills now submitted tu them, intituled 
respec' ively :— 

“A Bill for completing the line cf the South Wales Rail- 
way, and to author.se the Goustruction of an extension, and 
certain alterations of the said Riilway, ad certain Br:nch 
Railways in : onnexion therewith,” by wh ch Bill power is 
proposed to be conferred on the said South Wales Rai way 
Company to wake certain deviations in the line of railway 
as now authorised, and to extend the sume, and for other 
purpo-es, 

“A Bill for making a Railway from Gloucester to the 
Monmouth and Hereford Railway, and to the South \ ales 
Raiiway ut Awre, to be called the G oucester and Dean 
Forest Railwa.,” by which Bill power is proposed to be 
conferred on the South Wales Ra:lway Com -any to subscribe 
towards the said in'ended Glouces'er and Dean Foiest Rail- 
way, and to purchase or lease the same. 

**A Bill for making a Rai way from Llangynwyd to Mar- 
gam, by a Company to be called the Liynvi Valley Railway 
Company,” by which Bill power is proposed tu be conterred 
on the South Wa es Railway Company to purchase or lease 
the sai list-me tioned intended Railway. 

“A Bill f r making Railways to connect the Saundersfoot 
Railwa, with the South Wales Railw.y, with the Harbour 
of Sa ndersfo', ani with the town of Tenby, to be called 
the Tenby, Saunder-foot, and South Wales Ruilway, and 
for other purposes,’? by which Bill, powers are pro,o-ed to 
be conferred on tue South Wales Railway Company of pur- 
chasing orl asing the undertaking, by the said last men- 
tioned Bill proposed to b- authorised, and of raising money 
for the c.mplet on of such purchase, or for execuiing the 
works therein referred to. 

“A Bill for making a Railway from the South Wales 
Railway, at or near the town of Neath, to Merthyr T, dvil, 
with branches, tv be called the Va'e of Neath Railway,” 
by which B ll powers are proposed to be con‘erred on the 
South Wales Kailway Company of purchasing o¢ leasing 
the unde: taking by the said last-mentioned Bull proposed 
to be authorised, and of raising money f r such purposes. 

Reso ved— i hat this meeting authorises the Direc ors to 
agree to such alterations in the aforesaid Bills, res;.ectively, 
as may be deewed expedient, during th-ir progress through 


Parliament. 
(Signed) CHARLES RUSSELL, Chairman. 
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Way? 

Why do trains get delayed? 

One cause of delays is the shortage and 
deterioration of rolling stock and equip- 
ment. There were 1,600 passenger coaches 
which were lost in the war. The abnormal 
wear and tear, coupled with the lack of 
maintenance and renewal, means: that in- 
evitably mechanical failures occur. Old 
carriages no longer fit for service had to 
be broken up, and during the war no 
new ones were built. Within the limits 
imposed by manpower and material short- 
ages, the L.M.S.R. is trying to catch up 
with arrears of maintenance. On the 
track this means that the engineers are 
busy on the line to an increasing extent 
and speed restrictions over the portion on 
which they are working must be imposed. 
We are sorry, but we are afraid it’s you 
again—more delay, but delay today to 
avoid it tomorrow.—From ‘“ The L.M.S. 
Answers Your Questions.” 


* * 7 


NEXT WEEK’S RAILWAY CENTENARY 
Colchester to Ipswich (17 miles), Eastern 
Union Railway, opened June 15, 1846. 
* * * 


LOCOMOTIVE LEVITIES 

It has become a tradition that the crews 
of shunting engines who are ardent football 
enthusiasts should ornament their engines in 
chalk on cup-tie days with the expected 
result of the match, which frequently belies 
their optimistic anticipations. Three in- 
stances came to our notice last week, how- 
ever, of a new extension of this practice. 
Thus in one of our premier London termini a 
somewhat old-type shunting engine, badly 
in need of cleaning, bore in large chalk letters 
on the boiler the name Queen Anne. On 
another line, not renowned for its punctuality, 
an ambitious artist had drawn an elaborate 
clock face on the front of the boiler, sur- 
mounted with the words Time Flies— 
although whether this was intended to inspire 
the crew on the platform staff is uncertain ; 
incidently the train was running late! In 
another case a heavy freight engine, which 
looked badly in need of shopping, was orna- 
mented in large letters with the words 
Brittle—Don’t Knock. Should this form of 
humour be restrained ? 











“Come on out! 








“Go 





There’s bags of first-class seats up in front 


of the train” 


[Reproduced by permtssion of the proprietors of “ Punch”’ 
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A Much-Discussed - Poster 


+ 
KEEP DEATH 


OFF THE ROAD 


CARELESSNESS KILLS 
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SHOCKED INTO SAFETY 

Criticisms of the Ministry of Transport 
** Keep Death off the Roads ”’ poster (repro- 
duced on this page) have been answered by 
Professor C. E. M. Joad in the Sunday 
Dispatch. Professor Joad quotes propa- 
ganda methods in the United States, where 
before the war 36,000 people were killed 
a year and just under 1,000,000 mutilated by 
motorcars. In addition to the publication 
of a pamphlet entitled ‘“*‘ Sudden Death,” 
giving horrific details of the results of motor 
accidents, the police shepherded droves of 
guilty motorists round morgues where the 
victims of accidents had been laid out. 
Professor Joad pronounces himself all in 
favour of the Ministry of Transport poster, 
but would like to see it followed up by some 
of the American methods. 


* * * 


VicTORY MARCH 

London sets its teeth and prepares, with a 
rather melancholy grimness, for festivity. 
We have forgotten what new paint looks like. 
Drabness dulls the eye. But the flags—like 
the prices—go up. Many will be glad to seek 
the country next week-end. But accommoda- 
tion is hard to find, and bureaucratic obstruc- 
tion still closes many houses and hotels which 
ought to have been open long ago. Nowhere 
to go and little to eat—the prospect hardly 
suggests jubilation, and jubilation in the 
present state of the world is almost indecent. 
—From ‘* The Observer.” 


a * * 


ROYAL TRAINS TO Epsom 

I must dissent from “ Fairway’s”’ state- 
ment that “* For the first time in history the 
Royal party are to travel to Epsom by train.” 

| well remember as a boy going to one of 
the bridges over the Sutton-Epsom Downs 
line on Derby afternoon and waiting, first of 
all, for the pilot engine to appear as the 
harbinger of Royalty, and then, some few 
minutes later, viewing with delight the Royal 
train itself with its scarlet painted coaches 
and (I think) white engine with its golden 
crown and flags in front. 

This would have been in the early years of 
King George V’s reign, but a local friend of 
mine can remember the portly form of King 
Edward VII, with cigar and newspaper, seated 
in the Royal saloon as the King’s train passed 
through Belmont station on Derby Day in 
the early 1900s.—Mr. D. A. Langdon, in @ 
letter to ‘‘ The Sunday Times.” 
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THE RAILWAY GAZETTE 


OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


INDIA 


Bombay-Ahmedabad Mail 

\ new daily service between Bombay 
and Ahmedabad was introduced by the 
B.B. & C.I.R. on June 1. The new train 
will, it is expected, relieve the present 
overcrowding in the “Gujerat Mails,” 
which will be kept for passengers travelling 
from Bombay and Baroda and stopping 
stations up to Ahmedabad. The new train 
is called the “* Rajputana-Sind Mail.” 


Railway Station Burned 

Between 8 and 11.30 p.m. on May 13, a 
gang of more than ten armed Hurs raided 
Mahesar Station, between Panookil and 
Ghotki, on the main line from Karachi to 
Lahore, and after looting it they burnt it 
down. The Hurs shot dead a gatekeeper 
and wounded another member of the 
station staff. Armed guards have been 
arranged to accompany all passenger trains 
over the Rohri-Reti section. 


Attacks on Train Passengers 

A strongly-worded editorial in the Civil 
and Military Gazette of Lahore, comment- 
ing on the recent murder of a European 
girl, Miss Heirons, while travelling in 57 
up Bombay express between Gijranwala 
and Kamoke Stations, has alleged inade- 
quate measures for the protection of 
women passengers on night trains in India. 
In point of fact, the windows and doors 
of all upper class railway compartments 
in India are capable of being bolted from 
the inside, and railway administrations 
are continually advising the travelling 
public to bolt the doors and windows of 
compartments during the hours of dark- 


SOUTH AFRICA 


Branch Line to Odendaalsrust 

The Railway Construction Bill, 1946, has 
now been tabled in the House of Assembly. 
The Bill provides for the building of a line 
of railway from Whites, in the Orange 
Free State, to Odendaalsrust in the same 
province, to serve the new goldfields. Pro- 
vision is also made for the construction 
of a railway from the Free State main line 
to the proposed new marshalling yard at 
Vereeniging, and an avoiding line between 
the Vereeniging-Union and Vereeniging- 
Langlaagte lines. It is estimated that the 
working of the proposed railway from 
Whites to Odendaalsrust, via Enkeldoorn, 
will result in a deficit of approximately 
£24,000 in the first year after the opening 
of the line. 

All losses, however, including interest 
and depreciation charges, are guaranteed 
against, for ten years, by the gold-mining 
companies affected, which are the Anglo- 
American, Union Corporation and 
Johannesburg Consolidated Investments. 
An agreement between the Railway 
Administration and the companies also 
provides that, for the contract period, no 
application from other mining companies 
for the use of the railway facilities shall 
be granted unless the companies are pre- 
pared to share in the guarantee on a basis 
to be decided by the Minister of Trans- 
port after consultation with the guarantor 
companies. 

A report by the Railways & Harbours 
Board, which was tabled by the Minister 
of Transport, said that, after careful con- 
sideration, the board was satisfied that the 
proposed railway, which would also pro- 


vide rail facilities for the public generally, 
would meet the immediate needs of the 
gold-mining interests in the north-western 


Free State. The extension of the line to 
points beyond Odendaalsrust would be 
considered as the gold-mining and other 


activities expanded. 

The new branch line would be operated 
by main-line engines based on the Kroon- 
stad locomotive depot, and the flow of 
traffic would emanate from the Vereenig- 
ing, Reef, Witbank, and Natal areas, said 
the report. The railway, which will be 24 
miles long, will pass through the new town 
to be established on the Welkom, Enkel- 
doorn, and Bedelia farms. The town will 
be the centre for four new gold mines. 
The station at Odendaalsrust is to be 
established at the north-east end of the 
town. The estimated cost of the railway 
is £421,059, or £17,545 a mile. The reia- 
tively high cost per mile is attributed to 
the unduly high prices ruling at present 
for permanent way and building materials. 

Transvaal Lines 

The proposed railway from Natalspruit 
to Rangeview will provide an additional 
outlet between Lourenco Marques and the 
eastern Transvaal and places south of the 

Rand. It will ease the traffic between 
Apex and Germiston, which is likely to 
increase as a result of the opening up of 
the new goldfields in the Free State. The 
opening up of the new coal mines in the 
Oogies-Van Dyk’s Drift area, and the de- 
velopment envisaged along the Reef, in the 
Vereeniging area, and throughout the 
country are also expected to result in a 
fairly substantial increase of traffic. The 
Railways & Harbours Board expects that 
the advantages of a more expeditious flow 


of traffic, and the avoidance of congestion 
in the busy Reef area, will largely offset 
the cost of construction of the line, which 
is estimated at £334,649. 
UNITED STATES 
Decreased Revenue in March 
Preliminary estimates by the Associa- 


tion of American Railroads give the gross 
revenue of the Class I railroads in March 
as $522,978,313, a decrease of 20.9 per 
cent. on the preceding year. Freight re- 
venues are estimated to have declined by 
22.8 per cent., and passenger revenues by 
13.4 per cent. 
Lehigh Valley Centenary 

The Lehigh Valley Railroad recently 
completed its first 100 years, dating from 
its incorporation as the Delaware, Lehigh, 
Schuylkill, and Susquehanna Railroad en 
April 21, 1846. Its name was changed to 
the present one less than seven years later. 
Construction began in 1851, and the line 
was opened from various anthracite mines 
in the vicinity of Mauch Chunk, Pa., to 
the Delaware River, at Easton, a distance 
of 46 miles, in September, 1855. Passen- 
ger traffic was developed as a sideline to 
the anthracite business. Acquisition of 
other lines had extended the system north- 
eastwards to Waverley by 1867, and here a 
connection was made with the then 6-ft. 
gauge Erie Railroad to Elmira. Arrange- 
ments were made with the Erie for laying 
a third rail, and in 1867 the Lehigh Valley 


began running through to Elmira, and 
later to Buffalo. 
Extension south-eastwards began in 


1870, when a line was built from Phillips- 
burg, on the opposite side of the Delaware 
to Easton, to Bound Brook. In 1875 the 
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line reached Perth Amboy, N.J. Lehigh 
Valley passenger trains began running into 
Jersey City over Pennsylvania metals in 
1875, and in 1899 the linking of various 
short lines in the Newark district gave the 
railway access of its own to Jersey City. 
Meanwhile the railway had been building 
its own line to Buffalo, which was reached 
in 1892. At the present time,’ Lehigh , 
Valley trains run into the Pennsylvania 
station in New York. Its best-known 
train, the “ Black Diamond,” began run- 
hing between Buffalo and Jersey City 50 
years ago, and has served New York since 
the arrangement with the Pennsylvania was 
made during the first world war. 


PERU 
New Railway Project 

A Bill was recently submitted to the 
Senate providing for investigations and 
survey for the construction of a new line 
of railway from Cuzco north-eastwards 
down the Urubamba valley and through 
the hill-country east of the Ucayali River 
to Iquitos, a distance of some 600 miles; 
capital cost is likely to be about 
$15,500,000. The reason for this am- 
bitious move at so unpropitious a time as 
the present, is that the latent resources of 
the country to be opened up by this rail- 
way are believed to be such as to justify 

so great an expenditure. 


BELGIUM 


Restoration of “ Nord Express ” 
The “Nord Express” of the Belgian 
National Railways was restored on May 6, 
after having been suspended since 1940. 


Considerable improvements are thus 
effected in connections between Great 
Britain and Northern Europe. The train 


runs to Berlin and to Stockholm on alter- 
nate days. 


FRANCE 


Summer Train Services 
The French National Railways on May 
6 made a number of changes in its sum- 
mer timetables, particularly for the im- 
provement of tourist services. Among the 
principal trains running from that date 
aré:— 





.—Paris - Marseilles - Cannes - Nice- 
Monte Carlo-Vintimille, a night train with 
sleeping cars. The run from Paris to Nice 
by this train is done in 164 hr., a gain of 
three hours on the previous time on this line. 

2.—Paris-Vichy-Clermont-Ferrand, a night 
train with couchettes. 

3.—Paris - Aix-les-Bains - Chambery - Bourg 
St. Maurice; and Paris - Evian-les-Bains, 
night trains with couchettes. 

4.—Paris-Geneva, night train with sleeping 
cars. 

5.—Geneva - Aijix-les-Bains - 
Grenoble - Valence - Marseilles, 
with sleeping cars. 

6.—Paris - Toulouse - Narbonne (for Port 
Bou and Montpellier), night train with sleep- 
ing cars. 


Chambery- 
night train 


7.—Paris - Brussels - Amsterdam, “ Etoile 
du Nord” Pullman. 
The daily route-mileage of passenger 


trains has been brought up from 133,920 
to 166,160. The S.N.C.F. has introduced 
couchette services in first class trains and 
intends to extend them to the second class 
in certain directions on July 1. : While 
maximum speed for the present is limited 
to 100 km.p.h. (62 m.p.h.) the length of 
journeys has been reduced in general by 
the elimination of service slacks. The 
present services, however, will be insuffi- 
cient for the intense holiday traffic in og 
August, and September. The S.N.C.F. 
therefore providing for numerous peti 
trains, which will be run from July 1 if 
French coal supplies permit. 
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Southern Railway’s £475,000 Improvement Scheme at 
Southampton Docks 


The passenger and cargo sheds at the Ocean Dock are to be reconstructed 
with the most modern equipment 


ON May 30 last the directors of the 

Southern Railway Company approved 
a comprehensive scheme for equipping the 
Ocean Dock at Southampton with the most 
modern dockside buildings for handling 
ocean-going passengers and cargo. The 
estimated cost of the work is £475,000. It 
is hoped to be able to commence the work 
in the autumn of this year, and it is esti- 
mated that completion of the scheme will 
take about twelve months. 

The proposed reconstruction involves 
building a new passenger and cargo station 
on the site of the existing transit sheds, 
which have been partly demolished by 
enemy action. The new building will be a 
radical departure from previous practice 
at the docks, will embody many features 
new to this type of structure, and will be 
one of the finest examples of its kind in the 
country. Primarily, it is intended for use 
by liners of the western ocean service, such 
as the Queen Mary and Queen Elizabeth, 
but it will also be available for other 
shipping when these two vessels are not in 
dock. 

The existing single-storey war-damaged 


sheds will be demolished, and in their place 
will be constructed a two-storey building 
1,270 ft. long, 120 ft. wide, and 56 ft. high, 
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be able to deal with as many as 2.000 
passengers arriving by one of the large 
liners, as well as cargo and motor cars, 
The outstanding feature of the scheme 
is that the new building will have two 
floors. The upper floor will be devoted to 
waiting halls and customs’ examination 
halls. Passengers will leave or enter the 
liners on this floor. The waiting halls, of 
which there will be one each for cabin 
and tourist class passengers, will be 230 ft, 
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CROSS SECTION 


Sectional drawing showing arrangement of floors 


which will embody all the latest devices 
conducive to the safety, comfort, and con- 
venience of passengers embarking or dis- 
embarking, and the speedy handling of 
their baggage. The proposed building will 
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Map of dock system showing new passenger and cargo sheds shaded 


long by 100 fit. wide. As soon as possible 
after the ship has docked, the passengers 


will proceed direct to their respective 
halls by specially constructed  gang- 
ways. Whilst their baggage is being 


brought ashore and assembled under the 
appropriate initial lettering in the customs’ 
examination halls adjoining, the passen- 
gers will be able to avail themelves of such 
facilities as telephone, cable and telegraph 
offices, refreshment buffets, news-teleprinter 
machines, money exchange offices, informa- 
tion and hotel reservation bureaux, news- 
paper stalls, tobacco kiosks, etc. 

Special attention is being devoted to the 
furnishing, lighting, heating, and ventilat- 
ing. The waiting halls will be equipped 
with a public-address system to relay mes- 
sages to individual passengers and to make 
announcements relating to matters such as 
train and private car arrangements; they 
will also be equipped with well-appointed 
retiring rooms. 


Dispersal of Passengers 


After passing their baggage through the 
customs’ examination halls, the passengers 
will proceed to the ground floor by means 
of escalators and electric lifts, and thence 
into the trains or to road vehicles as re- 
quired. Two railway tracks will be pro- 
vided on the ground floor, separated by 
an island platform, so as to permit of two 
trains being dealt with simultaneously. 

Special arrangements will be introduced 
for dealing with motorcars brought on the 
ship by passengers for their use while in 
Great Britain. After the usual formalities, 
the cars will be supplied with petrol and 
oil ready for the road. Passengers pro- 
ceeding to their destination by cars sent 
to Southampton to await their arrival, will 
find every facility provided for their pur- 
pose. 

A covered balcony will be provided 
for the use of persons meeting and seeing 
off passengers, and the roof of the building 
will be in the form of terraced balconies 
for the use of the many sightseers who 
visit Southampton Docks. 

The scheme, when complete, will provide 
accommodation for passengers on the most 
modern lines, and on a scale unsurpassed 
anywhere in this country. The work is 
being designed by, and will be carried out 
under the supervision of, the Southern 
Railway Company’s Docks Engineer at 
Southampton. 
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The New Sentinel Industrial Steam Locomotive 
Features of the type designed for post-war construction 





Sentinel industrial steam locomotive supplied to the British Thomson- 


Houston Co. 


WE have received from Sentinel (Shrews- 

bury) Limited, some details and 
illustrations of a new line of Sentinel in- 
dustrial locomotives, designed for post-war 
construction. Two of the first to be built 
are illustrated; that named Belvedere has 
been supplied to the order of William Cory 
& Co. Ltd.; the other has been purchased 
by the British Thomson-Houston Co. Ltd., 
Rugby. 

These locomotives, which have an out- 
put up to 100 horsepower, weigh 24 tons 
when designed for standard gauge, and 
have four driving wheels 30 in. in diameter 
with new tyres. A Sentinel patent vertical 
water-tube boiler is fitted, and occupies 
the front portion of the cab; the chimney 
is carried up through the cab roof. On 
the left-hand side of the cab (against the 
side sheets) is a coal bunker with a capa- 
city of 6 cwt. The central part of the loco- 
motive is occupied largely by the 340 gal. 
water tank beneath the casing, which is 
replenished through a circular door on 
the top. 

At the front end, where the smokebox 
is located in an ordinary locomotive, is the 
totally enclosed high-speed engine, running 
at speeds up to 500 r.p.m. and driving a 
jackshaft which is geared down to the 


Ltd., Rugby 


wheels. Two high-gear ratios can be made 
available: either 36.53/1, when the trac- 
tive effort is 6,732 lb.; or 27.62/1, when it 
is 9,297 lb. There is, in addition, the low 
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gear, with a ratio of 18.71/1; the tractive 
effort is then raised to 14,035 lb. 

A chain drive is provided from the jack- 
shaft to the leading driving axle, and 
another between the two axles themselves, 
The engine sprocket may have 13, 15, 17, 
or 19 teeth, and the axle sprockets 26 or 23 
teeth; the coupling chain sprockets have 23 
teeth. All teeth are 24 in. pitch. The 
driving axles are spaced at 4 ft. 9 in, 
centres; and with this very short wheel- 
base the sharpest curves can be negotiated 
easily. In working order the weight is 
distributed practically equally between the 
two axles. A powerful hand-brake is pro- 
vided. 

The heavy-duty vertical boiler is pressed 
to 275 lb. per sq. in., and the steam is 
superheated to a temperature of 600-700° 
F. The live steam pipe from. boiler 
to cylinders passes inside the casing above 
the wheels on the right-hand side; the ex- 
haust is conveyed back to the chimney in 
similar manner on the left. The door in 
front of the locomotive gives access to the 
cylinders, etc., and dummy “ chimneys ” 
allow the cylinder covers and lubricating 
gear to have attention when necessary. 


To afford maximum availability for 
works, the overall dimensions are kept 
small. The height from rail to top of cab 


is only 9 ft. 10 in. and 10 ft. 24 in. to top 
of chimney. The maximum width is that 
over the axleboxes, and is 7 ft. 63 in. 
(See diagram on opposite page.) 





Similar locomotive supplied to William Cory & Co. Ltd. 








SOUTH WALES TRANSPORT Co. LtTp.—In 
the course of his speech at the annual 
general meeting of the South Wales Trans- 
port Co. Ltd. on May 24, Mr. Raymond 
Birch, the chairman, said that a programme 
of strengthening the company’s rural ser- 
vices, particularly severely cut during the 
war, had been completed, and it was hoped 
to introduce increased town services in the 
next month. Efforts for improved service 
to the public, however, were still handi- 
capped by shortages of labour and new 
vehicles. The Mumbles Railway, the 
oldest passenger railway, continued to 
make substantial contribution to local 
transport; it had provided invaluable ser- 
vice during the war, and it was the com- 
pany’s constant aim to maintain it at the 
high level of efficiency which it had 
attained since it had electrified and re- 
equipped it in 1929. Much had been said 
about nationalisation of industry, although 
little, except obliquely, of the bus indus- 
try. His hearers would have gathered 


that all such schemes were the product of 
an ideology, but it was usual for the pro- 
moters to make out some kind of case for 
improved service to the community. No 
one had yet essayed that for their indus- 
try, except for some vague generalisations, 
and there was no doubt that the public 
interest would best be served by leaving 
the industry exactly as it was, with its com- 
plete system of licensed control under the 
Road Traffic Act, 1930. 

CARBON AND’ ALLOY  STEELS.—The 
British Standards Institution has issued, 
on behalf of the Ministry of Supply, a 
revised edition of STA/5, the service 
schedule for steels. This schedule is in- 
tended to provide for the co-ordinated 
requirements of the various departments 
of the Ministry. It has been increased 
considerably in size, and the cost accord- 
ingly has been raised from 5s. to 7s. 6d. 
Copies are available from the Publications 
Department, British Standards Institution, 
28, Victoria Street, S.W.1. 


Vickers LimiteD.—Dealing with the 
activities of the various branches of 
Vickers Limited at the annual general 
meeting of the company on May 15, the 
Chairman, Mr. A. A. Jamieson, said that 
the Metropolitan-Cammell Carriage & 
Wagon Co. Ltd. had a large order book 
for carriages and wagons, of which 60 per 
cent. was for export. Tank production 
at the company’s works ceased last 
autumn, and a considerable number of 
wagons was in production soon after. 
Very considerable bus body orders were 
also in hand. Speaking of the English 
Steel ‘Corporation Limited, Mr. Jamieson 
said that the plant at Taylor Bros. Ltd., 
which manufactured wheels and axles for 
railway rolling stock, was working to capa- 
city. In certain branches, such as engi- 
neers’ tools, shortage of labour had pre- 
vented the expansion necessary to meet 
the volume of orders from home and 
abroad, but the situation now showed signs 
of improvement. 
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Power-Driven Hand Tools for the Civil Engineer’s 
Department—4 


Portable electric screwdrivers and nutrunners 





Black & Decker portable electric screwdriver 


PORTABLE electric screwdrivers are de- 
signed for driving screws very 
quickly, with little or no effort on the part 
of the operator. With experience, it is 
possible to drive as many as twelve 2-in. 
No. 10 wood screws a minute. This is 
the full capacity of the smallest model in 
the range supplied by Black & Decker, 
Limited, Harmondsworth, Middlesex. A 
medium-size model has a capacity up to 
24+ in. No. 14, and a large model up to 
34-in. No. 18 wood screws. Bits are avail- 
able for driving any type of screw now on 
the market. 

The screwdriver illustrated is the No. 8, 
or small size. It is powered by an a.c./d.c. 
motor, with cooling fan, and can be sup- 
plied for operation on 110 V., 200/220 V 
or 220/250 V. mains. The normal spindle 
speed is 750 r.p.m., but the tool can be 
supplied with alternative speeds against 
specific requirements. The drive to the 
bit is transmitted through a positive clutch, 
which is disengaged until a forward pres- 
sure is applied to the tool. In this way 
the bit remains stationary, although the 
motor is running, until it has been engaged 
with the screw slot and the operator is 
ready to begin driving. A slight relaxation 
of the forward pressure when the screw 





PAPE A new 
drive to increase collections of waste paper 
has been launched by the Waste Paper 
Recovery Association. The campaign 

‘is specially directed to business firms and 
industrial organisations, and aims to raise 
an additional 100,000 tons of waste paper 
this year. The Association states that 
that amount of extra paper is needed to 
alleviate the acute shortage of cardboard 
and packing materials, which, if not reme- 
died immediately, may act as a brake on 
export trade as well as on the distribution 
of essential goods at home. An appeal is 
made to all firms to discard every scrap of 
waste paper; records duplicated during the 
blitz period, and accumulations from 
re-converted and closed plants, are two 
Suggested sources of supply. The waste 
paper merchants are co-operating by 
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has been driven home imparts a series of 
hammer- blows which give the final 
tightening. The driver can also be fitted 
with an additional adjustable clutch which 
prevents over-driving when a pre-selected 
degree of tightness has been reached. 

The mechanical parts of the driver are 
designed to ensure silent operation and 
freedom from wear. The armature and the 
transmission gears run in ball bearings, and 
the spindle has a double-row ball bearing 
at the motor end and a roller bearing at 
the front end. The features of the No, 8 
driver already described apply also to the 
larger types. All the drivers except the 
No. 8 can be fitted with reversing switches 
for unscrewing operations. The largest 
type can be adapted for light nutrunning. 

A Black & Decker portable electric nut- 
runner 1s shown in the second illustration. 
This range of tools will deal with nuts and 
bolts up to 1 in. dia. Like the drivers, 
they have universal a.c./d.c. motors, avail- 
able for voltages of 110, 200/220 or 
220/250. A reversing switch can be fitted 
to all these tools at extra cost. 

Bench stands and radial or sliding arms 
are available for mounting any of the 
tools when used on stationary vertical 
work. The radial arm swings on a column 
fitted with brackets for wall-mounting, and 
the sliding arm is provided with a pedestal 
and bracket mount. 





additional 
making arrangements for the 1 
pulping of all confidential documents with- 


organising transport and by 


immediate 


out examination. Information may be ob- 
tained from the Association, 52, Mount 
Street, London, W.1. 


BIRMINGHAM & MIDLAND Motor OMNI- 
BuS Co. Ltp.—Profit for the year ended 
December 31, 1945, was £303,949, as com- 
pared with £322,674 in 1944. Adding 
£202,792 brought in from the preceding 
year, there is a sum available of £506,678. 
The directors recommend placing £73,142 
to reserve, and dividends of 8 per cent. on 
the cumulative preference shares and a 
final dividend of 10 per cent. (making 15 
per cent. for the year) on the ordinary 
shares. In addition a bonus of 10 per 
cent. on the ordinary shares is declared. 
In 1944 the ordinary dividend was 10 per 


cent., plus a bonus of 5 per cent. The 
carry-forward to the current year 1s 
£202,729. 


GRAND UNION CANAL CoMpaANy.—The 
year 1945 was described as a difficult one 
in the statement by Mr. John Miller, 
Chairman of the Grand Union Canal 
Company, issued with the report and ac- 
counts. The attitude of the Government 
had not been helpful, possibly because of 
the company’s refusal to enter into a finan- 
cial agreement which in the opinion of the 
Board would have been disastrous to the 
finances of the company. They had had 
to face up to successive wage increases 
without being allowed to raise their rates. 
Gross revenue was £6,725 higher but 
revenue from tolls and the dock showed 
a net decrease of £18,098. 
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THE RAILWAY GAZETTE 


RAILWAY NEWS SECTION 


PERSONAL 


L.N.E.R. Deputy-CHAIRMAN 
Mr. Walter Kennedy Whigham has been 
appointed Deputy-Chairman of the London 
& North Eastern Railway Company, in 
succession to the late Sir Murrough John 
Wilson. 





We regret to record the death on June 1, 
at the age of 80, of the Rt. Hon. Sir Arthur 
Griffith-Boscawen, Chairman of 
the Transport Advisory Council 
since 1936. He was a member of 
the Inland Transport War Council, 
and was Chairman of the Royal 
Commission on Transport, 1928- 
30. Sir Arthur Griffith-Boscawen, 
to whom further reference is made 
in an editorial note, was Chairman 
of the Manx Electric Railway Co. 
Ltd., and a Director of other com- 
panies. 

Mr. J. D. Michael, Divisional 
Superintendent, East Indian Rail- 
way, has been appointed to officiate 
as General Manager of the Oudh 
Tirhut Railway. 

Mr. H. G. N. Read, General 
Assistant to Chief Commercial 
Manager, L.M.S.R., has been 
appointed Chairman of the Halifax 
Corporation & L.MS.R. & 
L.N.E.R. Joint Omnibus Com- 
mittee for the ensuing year. 

Mr. A. J. White, General Mana- 
ger, Hebble Motor Services 
Limited, has been appointed 
General Manager, East Midland 
Motor Services Limited, in succes- 
sion to Mr. H. G. R. Lambert, 
recently appointed General Mana- 
ger, North Western Road Car Co. 
Ltd. 

We regret to record the death in 
Belgium on May 23, at the age of 
71, of Baron Robert Snoy, Presi- 
dent of the Compagnie Inter- 
nationale des Wagons-Lits et des 
Grands Express Européens, and 
formerly a Director of the Pullman 
Car Co. Ltd. 

Sir Geoffrey Vickers, V.C., has 
been appointed Legal Adviser to the National 
Coal Board, and will retire from the firm of 
Slaughter & May, solicitors. Until the 
National Coal Board is formally constituted 
he will act as legal adviser to the organising 
committee. Sir Geoffrey Vickers is a Mem- 
ber of the London Passenger Transport 
Board. 

We regret to record the death on June 1, at 
the age of 67, of Mr. Thomas Rowand 
Harker, K.C., Chairman of the Road & 
Rail Appeal Tribunal since 1934, and pre- 
viously Chairman of Traffic Commissioners, 
South Eastern Area. 





G.W.R. APPOINTMENTS 

Mr. A. Shoemack, Chief Clerk, District 
Goods Manager’s Office, London, to be 
Goods Agent, Brentford. 

Mr. W. A. Kimble, Head of Rates Section, 
District Goods Manager’s Office, London, 
to be Chief Clerk, District Goods Manager’s 
Office, London. 

Mr. T. Hands, Head of Section, Mineral 
Manager’s Office, Paddington, to be Chief 
Clerk, Mineral Manager’s Office, Paddington. 


Mr. William Bishop, whose death, in his 
83rd year, we recorded last week, was 
Chief Solicitor of the Southern Railway 
Company from 1923 until his retirement in 
1937, before which he had been Solicitor 
of the London & South Western Railway 
Company since 1910. He was the eldest 
son of the late Mr. Joseph Bishop, who 
was a chief officer of the London & North 
Western Railway. Mr. William Bishop 


was articled to Mr. Richard Baker-Gabb, 





The late Mr. William Bishop 


Chief Solicitor, Southern Railway Company, 
1923-37 


of the firm of Gabb & Walford, Aber- 
gavenny, in 1879. Immediately after being 
admitted a Solicitor, he joined Mr. Charles 
Mason, then Solicitor to the L.N.W.R., 
in 1884, as an Assistant Solicitor. During 
his period with that company, Mr. Bishop 
had experience of every branch of the 
work of a railway solicitor’s office. and in 
particular Parliamentary, Railway & Canal 
Commission, and Common Law, including 
the inquiries held before the Board of 
Trade and the Joint Committee of Lords 
& Commons on the several Railway & 
Canal Rates & Charges Order Confirma- 
tion Bills, 1891-93. Mr. Bishop left the 
L.N.W.R. in 1903 on his appointment as 
Assistant Solicitor to the L.S.W.R., of 
which he became Solicitor in 1910. He 
was appointed Chief Solicitor to the 
Southern Railway on its formation in 
1923. 

Captain R. C. Petter has resigned from 
the position of Managing Director of 
British Oil Engines (Export) Limited, but 
will remain on the board and act in an 
advisory capacity to the company. 





Mr. W. H. Myers has retired from the 
position of Chief Electrical Engineer, De- 
partment of Railways, New South Wales. 
Mr. W. L. Ada, Chief Assistant Electrical 
Engineer, succeeds him. 





Mr. T. H. Shanks, Chief Assistant in 
the Buying & Shipping Department, Rho- 
desia Railways Limited, is retiring on June 
30, after having completed 46 years with 
the company. 

The T.U.C. has nominated Mr. 
C. Dukes as its representative on 
the general committee of the Travel 
Association. 

L.M.S.R. APPOINTMENTS 

Mr. J. R. Pike, Assistant Chief 
Commercial Manager (Goods), 
Watford H.Q., to be Assistant 
Chief Commercial Manager, 
Watford H.Q., in place of Mr. 
W. P. Bradbury, recently appointed 
Chief Commercial Manager. 

Mr. F. Grundy, District Goods 
Manager, Wolverhampton, suc 
ceeding Mr. J. R. Pike, as Assistant 
Chief Commercial Manager 
(Goods). 

Mr. G. E. Curtis, Assistant to 
Chief Commercial Manager 
(Goods), Watford H.Q., to be 
District Goods Manager, Wolver- 
hampton. 

STRATFORDIANS ASSOCIATION, 

L.N.E.R. 

A re-union dinner of past and 
present members of the Locomo- 
tive Department staff at Strat- 
ford was held in the Great 
Eastern Hotel, Liverpool Street, 
on May 31. The chairman was 
Mr. C. M. Stedman, Locomotive 
Running Superintendent (North 
Eastern Area), L.N.E.R.; and the 
vice-chairman, Mr. L. P. Parker, 
Locomotive Running Superinten- 
dent, Eastern Section (Southern 
Area), L.N.E.R. The assembly 
numbered 56. Letters of regret 
at absence were received from 
Sir Ronald Matthews, Sir Charles 
Newton, Mr. E. Thompson, Mr. 
A. H. Peppercorn and Mr. F. W. 
Carr. 





Mr. William Embry Bradbury, M.B.E., 
whose death, in his 88th year, we recorded 
last week, retired in April, 1924, from the 
positien of Assistant to the Chief General 
Superintendent (Naval & Military), 
L.M.S.R. He commenced his railway 
career with the former Great Northern 
Railway, and transferred to the former 
London & North Western Railway in 1878 
as telegraph clerk at Chalk Farm. A year 
later he went to the Telegraph Office, 
Euston, and in 1888 to the District Super- 
intendent’s Office there. In 1895 he was 
appointed Chief of the Timetable & Ex- 
cursion Department, District Superinten- 
dent’s Office, Euston, and in 1913 trans- 
ferred to the Office of the Superintendent 
of the Line, in charge of the new depart- 
ment formed to deal with military subjects. 
After being placed, in April, 1922, in 
charge of the Publicity Section, General 
Superintendent’s (Southern Division) De- 
partment, Mr. Bradbury was appointed. 
on January 1, 1923, Assistant to the Chief 
General Superintendent (Naval & Mili- 
tary), L.M.S.R. He was one of the first 
railway representatives to be admitted 








THE RAILWAY 


GAZETTE 


June 7, 1946 





The late Mr. W. E. Bradbury 


Assistant to Chief General Superintendent 
(Naval & Military), L.M.S.R., 1923-24 


an M.B.E., which honour was awarded 
him in January, 1917, in connection with 
the preparation and carrying out of the 
original mobilisation scheme. Mr. Brad- 
bury always took an active interest in 
social matters pertaining to the staff. 

Mr. Frank Bushrod, O.B.E., whose 
death, at the age of 71, we recorded last 
week, retired in 1936 from the position of 
Superintendent of Operation, Southern 
Railway. He was born in Southampton, 
and joined the London & South Western 
Railway at the dock station there in 1891. 
Two years later he was transferred to the 
office of the Assistant Traffic Superinten- 
dent at Waterloo, and eventually became 
Chief Clerk. Meanwhile he had specia- 
lised particularly in signalling work. In 
1907 he was promoted to be Chief Clerk 
in the Main Line District Superintendent’s 
Office, and two years later was transferred 
to the Office of the Superintendent of the 
Line, in which he became Chief Clerk in 


Frank Bushrod 


Southern Railway, 


The late Mr. 


Superintendent of Operation, 
1930-26 


1911. Mr. Bushrod was appointed Assis- 
tant London District Superintendent in 
January, 1916, and in November of that 
year became Assistant Superintendent of 
the Line. At the amalgamation in 1923 
he was made Assistant Chief Operating 
Superintendent, Southern Railway, and in 


February, 1930, was appointed Superin- 
tendent of Operation. Mr. Bushrod was 
Chairman of the R. C. H. Operating 


Superintendents’ Conference for 1935. He 
was made an O.B.E. in 1918. 
We regret to record the death on 


May 28, four days before his 56th birth- 
day, of Mr. Edgar Uzzell, Welfare Officer, 
Southern Railway, since 1939. Mr. Uzzell 
joined the London & South Western Rail- 
way in the Traffic Department at Yeoford 
Junction in 1908, and subsequently was 
transferred to the Office of the Superin- 
tendent of the Line at Waterloo, where 
he gained experience in various depart- 
ments. In 1912 he was appointed to a 





Mr. 


Appointed District Superintendent, 
Nottingham, L.N.E.R. 


F. Probert 


Mr. G. J. Shepherd 


Chief of 
L.N.E.R 


Appointed Assistant 


Police 
(Southern Area), : 


The late Mr. Edgar Uzzell 


Welfare Officer, Southern Railway, 
1939-46 


position in the General Manager’s Office, 
and on the outbreak of the war in 1914 
he joined the staff of the Secretary of the 
Railway Executive Committee. In 1916 
Mr. Uzzell joined H.M. Forces, and even- 
tually was attached to the Docks Direc- 
torate, R.E., G.H.Q., British Expeditionary 
Force, France. After the armistice he 
served for a time at Rotterdam, and later 
went to the Rhine Army H.Q. at Cologne. 
On demobilisation he returned to the 
General Manager’s Staff Department at 
Waterloo; and, when the sectional railway 
councils were set up under the provisions 
of the Railways Act, he was appointed 
Secretary of the London & South Western 
Railway Company’s side. In 1924 Mr. 
Uzzell was appointed Chief Clerk to the 
Docks & Marine Manager, and in 1939 he 
became Welfare Officer. 





Mr. F. Probert, A.M.Inst.T., District 
Superintendent, Lincoln, L.N.E.R., who, as 
recorded in our March 15 issue, has been 
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appointed District Superintendent, Notting- 
ham, joined the Great Central Railway in 
1905. In 1908 he passed the company’s 
higher-grade examination and was selected 
for a four-year course of special training. 
He became Assistant Rolling Stock Con- 
troller in February, 1914. Mr. Probert 
left soon afterwards to join the Armed 
Forces, and he was mentioned in dispatches 
while serving with the Royal Engineers in 
France. He was a member of the Railway 
Clearing House Common User Committee 
and participated in the preparation of the 
all-line scheme for the control and distri- 
bution of freight rolling stock on the 
L.N.E.R. on the amalgamation,-after which 
he was detailed for special duties in the 
Superintendent’s Office (Southern Area). 
Later he was appointed Chief Clerk to 
the District Superintendent, Grimsby, and 
was transferred to Lincoln in 1926 when 
the district was extended. In August, 
1943, Mr. Probert was appointed District 
Superintendent, Lincoln. 





Mr. G. J. Shepherd, O.B.E., who, as 
recorded in our May 24 issue, has been 
appointed to the new post of Assistant 
Chief of Police (Southern Area), L.N.E.R., 
spent his early railway career in the 
Operating and Commercial Departments 
of the Southern Area of the system. Dur- 
ing the 1914-18 war he served in the 
Northamptonshire Regiment and Machine 
Gun Corps, and retired with the rank of 
Captain. In the recent war, in which he 
served in the Royal Engineers (Railway 
Company), he saw service in Persia, Iraq, 
France, Belgium, Holland and Germany. 
He received the M.B.E. in 1943 for ser- 
vices in Persia and Iraq, and the O.B.E. 
in 1946 for services in North-West Europe, 
and retired with the rank of Lt.-Colonel. 





Mr. Arthur Wood, District Controller, 
Preston, L.M.S.R., who, as recorded in 
our April 12 issue, has been appointed 
Chief of Divisional Trains Office, Office 
of Divisional Superintendent of Opera- 
tion, Manchester, joined the Lancashire 
& Yorkshire Railway at Accrington loco- 
motive shed in 1905 as a cleaner, and 
afterwards served as fireman and driver. 
In 1919 he was appointed a Locomotive 
Controller in the Manchester Divisional 
Control Office, and in 1930 became Assis- 
tant Yardmaster, Miles Platting. After 
three years he was appointed Assistant 
District Controller, Patricroft, and he re- 
turned to Manchester in 1936 as Assistant 
to the Divisional Superintendent of Opera- 
tion. In 1940 Mr. Wood was appointed 
Assistant Divisional Controller (Freight 
Services). He became District Controller, 
Preston, in 1942. 





COLONIAL RAILWAY APPOINTMENTS 


ThejSecretary of State for the Colonies 
has approved _the following appointments :— 
Mr, A. F. W. Harris, Traffic Inspector, 
Nigerian Railway, to be Chief Traffic In- 
spector, Nigerian Railway. 

Mr. L. G. Dorman to be Assistant Engi- 
oer, Kenya & Uganda Railways & Har- 
ours. 


The Crown Agents for the Colonies 
have made the following first class appoint- 
ments : — 

_Mr. B. H. Simmonds to be Administra- 
tive Assistant, Palestine Railways. 
Mr. C. H. Bryant to be 

Accountant, Nigerian Railway. 

Mr. J. H. Collier-Wright to be Assistant 
Superintendent, Kenya & Uganda Railwavs 
& Harbours. 


Assistant 


KUM 
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INSTITUTE OF TRANSPORT 

The undernamed have been elected by 
the Council of the Institute of Transport 
to hold office for the year commencing 
October 1, 1946:—President: Mr. R. 
Stuart Pilcher; Vice-Presidents: Mr. V. M. 
Barrington-Ward, Mr. S. R. Geary, Brig.- 
General Sir Osborne Mance, Sir Douglas 


Ritchie, Mr. T. W. Royle; Honorary 
Treasurer: Mr. C. J. Selway; Honorary 
Librarian: Mr. R._ Bell; Honorary 
Solicitors: Joynson-Hicks & Company; 


Past-Presidents to serve on the Council: 
Mr. R. Kelso, Mr. J. S. Nicholl, Sir 
Frederick Handley Page, Mr. G. S. 
Szlumper, Sir Theodore Thomas, Sir 
William Wood. 

The undernamed Ordinary Members of 
Council will retire at September 30, 
1946:—Nine Members: Messrs. R. P. 
Biddie, E. R. L. Fitzpayne, Sir Osborne 
Mance, Messrs. L. H. K. Neil, G. S. Rider, 
R. A. B. Smith, M. S. Speir, A. B. B. 
Valentine, W. Donaldson Wright; one 
Associate Member; Mr. J. M. Leighton- 
Bailey. To fill the vacancies created by 
the foregoing retirements, the Council has 
nominated the undernamed:—Nine Mem- 
bers: Messrs. W. F.: French (Managing 
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Director, United Service Transport Co. 
Ltd.), H. Howells (Chief Statistics Officer, 
Birmingham & Midland Motor Omnibus 
Co. Ltd.), G. Leedam (Secretary & 
Manager, Cheshire Lines Committee), R. 
McLeod (Transport Manager, City & 
Royal Burgh of Edinburgh), Sir Charles H. 
Newton (Chief General Manager, 
L.N.E.R.), Messrs. A. J. Pearson (Assistant 
to President, L.M.S.R.), H. Rudgard 
(Superintendent of Motive Power, 
L.M.S.R.), H. A. Short (Deputy Traffic 
Manager, Southern Railway), B. G. Turner 
(former Member of the Council) (Manag- 
ing Director, Thomas Allen Limited); one 
Associate Member: Mr. W. Bray (Load 
Control Superintendent, British Overseas 
Airways Corporation). 

The representatives on the Council of 
water transport and air transport continue 
to serve. Mr. Sydney George Hearn 
(Principal Assistant to the Superintendent 
of the Line, Great Western Railway) has 
been elected to fill the casual vacancy 
caused by the death of Mr. F. W. Lampitt. 





We regret to record the death on May 26, 
at the age of 59, of Mr. C. Bland, L.M.S.R. 
Market Agent at Billingsgate since 1944. 





Staff & Labour Matters 


Travelling Parcel Porters 


The Chairman of the Railway Staff 
National Tribunal recently issued his de- 
cision, No. 40(Ch.), on a claim referred to 
him by the National Union of Railwaymen 
that parcel porters employed on trains 
shall be given the same conditions of ser- 
vice as apply to trainmen, including con- 
tinuous duty. The claim was presented to 
the Chairman of the Tribunal at a hear- 
ing on May 3, at which Mr. W. J. Watson 
represented the National Union of Rail- 
waymen and Mr. H. Adams Clarke the 
railway companies. 

The relevant provision in the national 
agreement relating to the application of 
the guaranteed day to locomotive and 
train men, including drivers, firemen, 
motormen, goods and passenger guards, 
and conductors and gatemen on electric 
trains, is contained in clause 1 of Railway 
Executive Committee Circular Letter No. 
1,786, dated April 3, 1919, and is as fol- 
lows :— 

No man to be paid less than a standard 
day’s pay for each time of signing on duty 
except as stated below:— 

(a) Men working a short turn for their 

own convenience, or illness. 

(b) Men coming late on duty through their 

own fault to receive payment for the 
actual hours worked. 


The relevant provision in the national 
agreement relating to meal times for steam 
locomotive drivers and firemen, passenger 
guards on steam trains, goods guards and 
travelling ticket collectors is contained in 
clause 4 of Railway Executive Committee 
Circular Letter No. 1,858, dated June 19, 
1919, and is as follows :— 

To have continuous duty. 
taken as opportunity arises. 

It was contended by the N.U.R. that 
the conditions under which the parcel 
porters covered by the claim have to work 
are similar to those of guards, train ticket- 
collectors and enginemen, inasmuch as 
their hours of duty have to correspond, 
more or less, to the times of the trains; 
that the work of the parcel porters em- 
ployed on trains, like that of the guards, 
is-mainly confined to the brake van; that 
the workers covered by the claim have 
no opportunity of taking a regular meal 


Meals to be 


hour and that there is no uniformity of 
practice in the rostering of such staff for 
meal intervals; that, as the conditions under 
which parcel porters employed on trains 
have to work are similar to those of train- 
men, they should have a similar condition 
of service and enjoy continuous duty; that 
as the performance of duties at a station 
does not alter a trainman’s status, neither 
should the performance of station duties 
by a parcel porter normally employed for 
the greater part of his time on trains dis- 
qualify him from entitlement to trainmen’s 
conditions; that the conditions under which 
parcel porters employed on trains have to 
work are precisely the same as those of 
guards; that the granting of trainmen’s 
conditions of service to these parcel por- 
ters is the only adequate compensation for 
the hardships inseparable from the vaga- 
ries of train working; and that there is no 
justification for depriving them of the con- 
ditions which apply to trainmen. 

It was contended by the railway com- 
panies that the conditions of service of 
trainmen differ from those applicable to 
non-trainmen because of the special fea- 
tures associated with trainmen’s work; that 
the circumstances connected with the work 
of parcel porters employed on trains are 
more akin to those of non-trainmen than 
those of trainmen; that the present claim 
represents the re-submission of part of the 
claim dealt with in decision No. 28 (Ch.); 
that parcel porters employed on trains have 
no responsibility for the running of trains, 
as have drivers, guards, etc., and their 
duties are comparable with those of 
“ travelling porters (G.W.R. only),” a grade 
which, under the national agreement, was 
eliminated and absorbed into the grade of 
parcel porter; that parcel porters employed 
on trains have regular rosters which are 
normally adhered to; that the booking of 
men for a straight turn of duty of 8 hours 
without a rostered meal interval and their 
inability to get meals at their homes are 
not features peculiar to trainmen, but 
apply to many other grades; and that the 
work of parcel porters employed on trains 
differs only from that of parcel porters 
at stations in so far as it is performed on 
trains, and it is not comparable with the 
work of men in those grades which are 
at present included in the category of train- 
men. 

The Chairman found against the claim. 
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Ministry of Transport Accident Report 
Lichfield, L.M.S.R., January 1, 1946 


Lt.-Colonel E. Woodhouse inquired into 
the accident which occurred at about 6.58 
p-m. on January 1, 1946, at Lichfield 
(Trent Valley) Station, L.M.S.R., when 
the 2.50 p.m. fish train, Fleetwood to 
London, running at about 35 m.p.h., was 
wrongly diverted to the up slow platform 
line by facing points standing falsely re- 
versed in discordance with the lever in the 
signal box, and collided with the 6.8 p.m. 
local passenger train, Stafford to Nun- 
eaton, which was standing at the station. 

The fish train was composed of seven 


4-wheel fish vans and covered goods 
wagons, with 20-ton brake, hauled by 
Class “5” 4-6-0 No. 5495. The passen- 


ger train, which was standing with brakes 
fully applied, consisted of four bogie 
coaches and the “Prince of Wales ” class 
4-6-0 No. 25802. The three rear coaches 
were completely destroyed, and the body 
of the leading one was torn from the 
bogies and forced to one side, with its rear- 
most compartment destroyed. The engine 
of this train was driven forward 280 ft., 
and the fish train came to rest about 400 
ft. from the point of impact. The points 
where the two engines came to rest, to- 
gether with certain other facts and details, 
are given on the diagram on page 631. 

Thirteen passengers were killed and 7 
fatally injured; 21 others were injured, 
some seriously. The enginemen and 
guard of the standing train—the guard 
was not in his van—were unhurt, and the 
enginemen of the colliding train escaped 
with bruises or minor injuries, although 
the driver had to be treated for severe 
shock subsequently. A porter was injured 
by flying debris. Prompt assistance was 
forthcoming and all injured persons were 
removed by 8 p.m. The gas main being 
broken, emergency lighting arrangements 
were made by an R.A.F. detachment 
assisting in the rescue work. 

The night was fine and clear, with a 
few degrees of frost, with light to moderate 
south-easterly wind. 


CIRCUMSTANCES OF THE COLLISION 

The route lies on a falling gradient of 
1 in 330 towards London. The station, 
lying in a wide shallow cutting, is 
approached through a deeper one on a 
left-hand 1-mile radius curve which, with 
the three over-bridges shown on the draw- 
ing, somewhat restricts the view of the 
signals obtained by up trains. When the 
fish train was approaching, all relevant up 
fast line signal levers had been pulled 
over, and clear outer (colour-light) and 
inner distant signal aspects were showing 
for it. The up fast starting signal was 
also off, but contradictory evidence was 
forthcoming regarding the position of the 
arm of the up fast home signal. This was 
the only point of consequence on which 
there was any dispute. 

For about an hour before the arrival of 
the passenger train at 6.51 p.m., Nos. 33 
and 34 points (see plan) had remained 
normal, and four trains passed on the up 
fast during that period. The local passen- 
ger usually runs on the slow line from 
No. 2 box, but a freight train to Burton 
was waiting there, with its engine ahead 
of the home signals gantry. The signal- 
man in No. 1 box noticed no unusual re- 
sistance to the movement of f.p.l. lever 
32 when he unbolted 33 points to reverse 
them for the slow platform line, at about 
6.46 p.m.; nor when previously doing so at 
5.52 p.m., and when resetting the points 


to normal shortly after. He saw by the 
backlight that No. 6 signal returned to 
danger behind the passenger train. He put 
levers 32, 33, 34 normal and re-pulled 32; 
again, according to his evidence, there was 
no undue difficulty in working any of 
them. Having done this, he was able to 
pull over all the up fast signal levers and 
did so. (The detector should, of course, 
have prevented No. 4 arm from clearing, 
but whether it did so or not, is discussed 
later. The signalman could not say 
whether he had again looked at the back- 
lights, but thought he must have done so.) 

The fish train passed, and on hearing 
the noise of the collision, the signalman 
sent “stop and examine,” thinking some 
portion of the train had struck his box. 
When its fireman came to him there, he 
told him, taking him to be the driver, that 
all signals had been cleared for him to run 
through on the fast line. He then sent 
“ obstruction danger,” and a down freight 
train, which he had accepted, was stopped 
at the next box. 


CONDITION OF EQUIPMENT 
After the accident it was found that the 
f.p. bolt had not been completely with- 
drawn from the stretcher of 33 points, 
which were, therefore, standing fully re- 


June 7, 1946 


points when the fish train forced them 
over. The reason why the bolt could not 
be fully withdrawn was that an accumv- 
lation of frozen ballast was fouling the 
lower end of the adjustable arm on the 
rocking shaft and restricting its movement. 
Colonel Woodhouse was assured that no 
replacement or alteration whatever of the 
blades or signal slides of the detectors 
had been made, and the appearance and 
condition of the dismantled apparatus con- 
firmed this. 


Up Fast HoME SIGNAL 

The position of the up fast home signal 
arm, worked by lever No. 4, was the sub- 
ject of conflicting evidence. The driver 
of the fish train said that all the signals 
were clear for him as he approached, and 
he sighted the No. 1 box home signals 
about when passing No. 2. He watched 
them continuously round the side of the 
cab until he passed them, and said that 
No. 4 showed a good green light all the 
time. He was certain this light was in the 
signal furthest to the right, although when 
questioned about the arrangement of 
others on the gantry, his answers were 
confused. He had, for instance, forgotten 
the existence of those applying to the slow 
line, which, he maintained, were nearer to 
the station. He was thrown into the 
middle of the cab by the violent lurch 
when the engine was diverted. but man- 
aged to shut the regulator and apply the 
brake just before it struck the standing 





Repair group clearing the line at Lichfield, L.M.S.R. 


versed, although their lever had been put 
normal in the frame. The points and sig- 
nals are worked from an_ 80-lever 
L.N.W.R. type frame, with 13 in. x 14 in. 
channel rodding on rollers spaced 9 ft. 
apart. The layout of the points concerned, 
with constructional details of the detector 
and other equipment, is shown on the 
drawing, with the down rod connection 
from the point lever. It was discovered 
that this connection had been sprung, as 
shown, absorbing about 3 in. of the nor- 
mal 6-in. travel, the remainder being taken 
up by springing distributed along the 100 
yd. or so of rodding in compression be- 
tween compensator and points, and by 
play at cranks and fittings. 

The springing of the central (channel 
section) portion of the down rod dis- 
appeared when the stress was removed, 
but the lower solid rodding, 14 in. dia., 
was permanently distorted. Its ends were 
slightly out of parallel; the original 5 in. 
offset had increased to 7 in. A similar 
distortion was made in the downrod of 34 


train. His fireman confirmed the condi- 
tion of the colour-light distant, as did the 
guard, and shortly after the accident told 
him that the signalman had said that all 
signals were clear for them. ; 

The driver of the freight train waiting 
on the slow line remembered seeing No. 6 
signal cleared for the passenger train and 
also that it was put back to danger be- 
hind it. Very shortly afterwards, he said, 
he saw No. 4 arm move to clear, and drew 
his fireman’s attention to it, observing 
that “ they’re busy to-night.” The fireman 
said that after the accident the driver re- 
called his remarks on these matters. The 
suggestion was made to the driver by 
Colonel Woodhouse that by some mis- 
chance it was No. 6 arm he had seen 
“off” again, but he was positive it was 
not 60. 

The guard of this train said he looked 
at the signals from time to time, wonder 
ing when his train would leave; he parti 
cularly noticed the passing of the local 
passenger train. He was not certain 
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whether he saw all signals at danger after 
it had passed, but looked at them when 
he heard the fish train coming. He was 
sure No. 4 was cleared for it, but it had 
gone back to danger after the collision. 

The signalman at No. 2 box said that 
after the clearing of the distant signals 
for the fish train he looked towards No. | 
box signals and saw that No. 4 was “ off.” 
It was only a cursory glance, but he was 
sure he was not mistaken. If No. 6 had 
been showing green instead of No. 4, he 
would have remembered it. He was less 
certain, however, that he had seen all sig- 
nals at danger after the passing of the 
passenger train. On hearing the noise of 
the collision he went outside the box and 
thought No. 4 signal was still clear then. 
He did not notice how soon afterwards it 
was put to danger. 

It was established that No. 4 signal was 
properly at danger earlier, as the engine- 
men of the passenger train found all the 
home signals “ on ” when they approached, 
and their signal, No. 6, was not cleared for 
them until they had passed No. 2 box. 

This evidence led Colonel Woodhouse 
to consider a number of possibilities, 
covering interference between neighbour- 
ing signal wires, or anyone treading on 
wires, or the pulling of a wire by a length- 
man, who had been summoned to repair 
the broken wire of No. 7 arm; and 
although every likely way in which an 
irregular clearance of No. 4 signal arm 
could have taken place was_ very 
thoroughly investigated, no tangible sup- 
port for the evidence that it was “off” 
when the fish train approached could be 
discovered. Tests were also made to see 
whether there was any ground for the be- 
lief that the starting signal light could have 
been mistaken for that of the home signal, 
but these convinced Colonel Woodhouse 
that there was none. 


INSPECTING OFFICER'S CONCLUSIONS 

Three factors contributed to this regret- 
table accident, namely:— 

(1) The failure of the facing point bolt 
to disengage from the stretcher. 

(2) The buckling of the down-rod under- 
neath the signal box. 

(3) The alleged failure of the detector 
to prevent No. 4 home signal responding 
to its lever, or, alternatively, the non- 
observance of that signal at danger. 

Colonel Woodhouse accepts the assur- 
ance of the acting ganger that there was 
not sufficient loose ballast around the 
rocking shaft to impede its movement 
when he passed the points three hours 
earlier. His remark that the space be- 
tween the sleepers there is usually “ kept 
three parts empty” cannot be taken too 
literally, for, as shown on the drawing, the 
lower end of the rocking shaft lever moves 
to and fro at about the level of the under- 
side of the sleepers, and he seemed well 
aware of the need for allowing reasonable 
clearance for it in the centre of the track, 
even though the ballast level is kept rather 
higher below the rails. With the vibration 
and slight undulatory movement of the 
track caused by the frequent passage of 
fast trains, there is nothing remarkable in a 
small quantity of ballast working out from 
beneath the sleepers into such a depres- 
sion, and this is evidently what occurred, 
possibly accentuated by some heaving of 
the surface through frost. Though the 
Whole of the ballast obstructing the rock- 
ing shaft lever was found to be frozen 
solid several hours later, it does not fol- 
low that this solidification took place in 
the interval of some six minutes (6.46 to 
6.52 p.m.) during which the points were 
bolted reversed to allow the passenger 
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train to reach the platform, though it 
may have done so; it is possible that the 
accumulation and freezing was gradual, 
and that a few stones, disturbed by the 
passenger train, sufficed to prevent full 
movement of the rocking shaft lever sub- 
sequently, afterwards freezing in that posi- 
tion. In any case, this incident was due 
to extreme mischance, but the arrangement 
of the rocking shaft lever, with its end 
moving at so low a level, is not a satis- 
factory one. 

It is not surprising that the signalman 

















was unaware that the bolt had failed to 
complete its stroke by about 1} inches, so 
remaining foul of the notch in the stretcher 
by less than an inch, for this would be 
conceaied from him by spring in the rod- 
ding, and Colonel Woodhouse also hesi- 
tates to criticise him for not noticing that 
there was unusual resistance when he put 
back lever 33 to normal. 

The real fault is to be found in the 
arrangement of the down-rod. Lacking 
an intermediate guide in its length of over 
ten feet, it was clearly ill-adapted to take 
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the eccentric thrust imposed upon it, 
caused by the offset of five inches (or pos- 
sibly as much as seven inches) at its lower 
end. 

It is pertinent to remark that on out- 
door runs of rodding the supporting rollers 
are spaced no more than nine feet apart, 
this distance being often reduced to eight 
feet and sometimes to six; moreover, an 
offset of more than three inches in the 
rodding between a pair of supports is 
generally regarded as undesirable. 

Colonel Woodhouse is not entirely 
satisfied with the signalman’s inability to 
remember if he saw that No. 4 signal 
cleared when he pulled its lever, and sus- 
pects that he took it for granted. Whether 
it did so is a matter of controversy, but 
if it did not obey the lever, the action 
demanded by the rules relating to defec- 
tive signals would have led to discovery of 
the fact that the points were wrongly set 
and the accident would not have happened. 
Within these limitations, therefore, he can- 
not escape some responsibility for it. 

The distance between the point at which 
No. 1 box up fast home signals become 
visible and that at which the collision 
took place, 755 yds., is considerably 
greater than that needed to stop a fully 
braked train travelling at about 35 m.p.h. 
Therefore, in a sense, the obstruction of 
the free movement of the rocking shaft 
and the lack of stiffness in the down-rod, 
though sufficiently serious, were no more 
than just incidental features of the 
accident. 

Detectors are provided to act as a safe- 
guard against such occurrences, by holding 
the relevant signals at danger, and thus 
the important question arises whether 
No. 4 signal was in fact cleared for the 
fish train, as the driver and the three 
witnesses supporting him maintained, and, 
if so, how this can have happened. Those 
who examined the detector about three 
hours after the accident, found it in proper 
order; this was confirmed subsequently and 
no sign found that it had been tampered 
with to conceal defects. When the situa- 
tion as it existed just before the accident 
was reconstructed, it was found quite 
impossible to clear No. 4 signal in the 
normal way. 

After an exhaustive review of what the 
report describes as “ undoubtedly a_per- 
plexing feature of the case,” namely, the 
contradictory evidence touching the posi- 
tion of the arm of the up fast home signal, 
Colonel Woodhouse, who accepts the 
statements that it was seen to be “ off” 
as having been made in perfect good faith, 
concludes that the signal was in all pro- 
bability at danger and that the driver of 
the fish train failed to observe it, but 
holds that there were “extenuating cir- 
cumstances,” and remarks: “ Having had 
a succession of signal checks over a dis- 
tance of 17 miles, he undoubtedly wel- 
comed the clear indication of the colour- 
light distant, and naturally assumed from 
it that there was at last a clear path ahead. 

This impression was then confirmed by 
the similar indication of the inner distant, 
maintained till he reached the point at 
which the home signals became visible, 
closer to them than that at which an 
outer home signal is often placed. There- 
after I imagine that he must have missed 
seeing the home signal, perhaps while 
trying to pick out the light of the starting 
signal as early as possible. Thus, even 
though a driver is expected to observe all 
signals, in case a stop signal has been put 
to danger in emergency after he has passed 
a distant signal at clear, I consider that 
he was misled to some extent.” 

Colonel Woodhouse then explains at 
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length his reasons for thinking that the 
witnesses were probably labouring under 
a mistaken impression about the signal, 
originating in or helped by the statement 
made by the mystified signalman at No. | 
box to the fish train fireman that all sig- 
nals had been cleared correctly for that 
train. “There is,’ he says, “always a 


. likelihood of auto-suggestion in the light 


of after-knowledge when an endeavour is 
made to recall subsequently the precise 
details or sequence of incidents so fami- 
liar as to call for no special notice at the 
time of their occurrence. This, I think, 
is what must have happened here... .” 
It is particularly emphasised, however, that 
the support of the driver’s statement that 
the home signal was off could not possibly 
have been agreed, beforehand, in consul- 
tation with him, as he was sent away from 
the scene badly shaken not long after the 
accident, and the other witnesses did not 
see him until two days later at the com- 
pany’s inquiry. 


REMARKS AND RECOMMENDATIONS 


Before any witnesses were seen there 
was some discussion whether responsibility 
for seeing that the rocking shaft could 
move freely lay with the Engineer’s or 
with the Signal Engineer’s staff. In his 


evidence, the acting ganger at once 
accepted the responsibility for keeping 


ballast away from the rocking shaft as his. 
Since the points are visited by the per- 
manent way staff much more frequently 
than by the signalling staff, this allocation 
of responsibility seems to be the correct 
one; this has been confirmed by the com- 
pany’s chief officers, and those concerned 
informed accordingly. 

The use of a rocking shaft to operate 
the bolt is unavoidable only where the 
lifting bar lies between a check rail and 
running rail. 

With no_ check rail, a _ horizontal 
“scale-beam’’ lever working — entirely 
above the sleepers, with one end coupled 
to the lifting bar and the other to 
the drive-rod of the bolt, appears to be 
preferable; this arrangement is in common 
use, and does away with the need for 
special attention to the ballast level round 
the rocking shaft. Quite apart from this, 
the use of an adjustable arm, with its tail 
moving at about the level of the bottom 
of the sleepers, needlessly accentuating the 
risk of obstruction by ballast, is most 
undesirable. 

The projecting tail has no_ useful 
function. It should be removed once 
the arm has been set at the correct radius, 
and instructions have now been given for 
this to be done wherever this arrangement 
exists. 

If it is really necessary to use an arm 
adjustable for iength on the rocking shaft, 
an alteration of the design of this com- 
ponent should be considered, to get rid of 
any projections which might rotate into 
contact with the ballast, such as the heads 
and nuts of the clamping bolts. 

It was* not possible to establish when 
the distortion found in the bottom section 
of the down-rod, further increasing its 
offset to 7 in. and difficult to detect under 
working conditions, took place, or how it 
was caused. But if it is the case, as was 
suggested, that this additional offset was 
responsible for the bending of the down- 
rod, it indicates that the margin of re- 
liability was undesirably small. A test 
made before Colonel Woodhouse showed 
that another down-rod having the proper 
5-in. offset was distinctly “ whippy ” when 
an attempt was made to work points pre- 
viously clamped to prevent response. 
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As the movement of the down-rod is not 
truly linear, it would be difficult to guide 
it exactly, but a simple fitting, allowing 
some side-play, would have prevented the 
buckling which took place. An alteration 
in the arrangement of the down-rods, etc., 
has been made, consisting of reversing 
each pedestal crank, bringing the end of 
its arm vertically under the tail of the 
lever above, and enabling a straight down- 
rod to be used, direction of movement of 
the outdoor rodding being preserved by 
reversing the horizontal leading-off cranks, 
This is a decided improvement, making 
the absence of guides for the down-rods 
less objectionable. It is to be hoped that 
it will not be confined to this box, as 
similar conditions probably exist else- 
where. 





Education for Transport 


A paper entitled “Some Thoughts on 
Education and Training for Transport in 
the United Kingdom”. was read to the 
Southern Railway Lecture & Debating 
Society recently by Mr. J. A. R. Turner, 
A.M. Inst.T., Chief Civil Engineer’s Office, 
Southern Railway. Mr. O. W. Cromwell, 
Chief Officer for Labour & Establish- 
ment, presided at the meeting. 

Mr. Turner recalled the inauguration in 
1905 of courses in railway administration 
at the University of Liverpool. A Faculty 
of Commerce was established at the Lon- 
don School of Economics in 1919, and 
up to the recent war was one of the chief 
seats of learning as far as railway clerical 
staff was concerned. To provide for other 
grades of staff, the railways inaugurated 
their own training schools, the present 
Southern Railway school having been 
opened just before the 1914-1918 war. 
Other schools for clerical, operating, and 
commercial staff had been opened subse- 
quently by the L.N.E.R. at Wotten House, 


-Hertfordshire, and Darlington; and by the 


L.M.S.R. at Derby. 

Dealing with technical training, Mr. 
Turner said that on the Southern Railway 
the first educational facilities for per- 
manent way men had been inaugurated in 
1928 under the auspices of Mr. George 
Ellson (then Chief Engineer), All com- 
panies had at some time or another intro- 
duced classes and lectures for their per- 
manent way and building staffs, but a new 
step forward was taken in 1944 when 
agreement was reached on a common syl- 
labus for the elementary and advanced 
courses. A pass in the examinations en- 
titled the candidate to receive the appro- 
priate diploma from the Permanent Way 
Institution. 

With the development of road transport, 
a three-year road transport course, with 
diploma, had been inaugurated by the 
Royal Society of Arts in 1936. Education 
in all branches of transport was provided 
by the Institute of Transport, which made 
annual scholarship awards to members for 
the best papers submitted on set subjects. 
Successful students were thus enabled to 
improve their knowledge by further 
courses of study or opportunities for 
travel and research. ) 

Mr. Turner considered that examination 
fees and expenses could always be the 
liability of the transport undertaking, for 
besides not being very heavy in total (al- 
though sometimes quite a burden [or 


younger students), even an unsuccessful 
candidate had acquired some knowledge 
which would be in due course of use to 
his employer. 
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Parliamentary Notes 


Increases in Railway Fares and Charges 


The announcement by Mr. Alfred 
Barnes (Minister of Transport) in the 
House of Commons on May 29 of in- 
creases in charges to be made by the con- 
trolled railway companies and London 
Passenger Transport Board met with criti- 
cism from all parts of the House. 

Mr. Barnes, announcing the increases, 
said: In spite of an average increase of 
about 70 per cent. in railway costs, rail- 
way charges have been increased by only 
16; per cent. generally and by 10 per 
cent. in the case of workmen’s fares, 
season ticket rates, and the fares of the 
London Passenger Transport Board. This 
has been possible mainly because of the 
large volume of wartime traffic, much of 
it on Government account. Government 
traffic is now decreasing rapidly and there 
is a sharp fall in railway receipts. It is 
estimated that the surplus of £19 million 
earned last year over the fixed annual 
sums payable to the controlled under- 
takings will this year be transformed into 
a deficit of some £40 million. 

The Government therefore has decided, 
as a first and urgent step, to make, as 
from July 1, certain increases in the addi- 
tions made to charges during the war. 
The principal items are increases of pas- 
senger fares from 16% per cent. to 33} 
per cent. over pre-war level, of workmen’s 
fares and season ticket rates from 10 per 
cent. to 25 per cent. over pre-war level, 
and of charges for goods train traffic from 
16% per cent. tg 25 per cent. over pre war 
level. The increases of passenger fares 
will apply to the Green Line services of 
the L.P.T.B., but not to its other services. 
Fuller details will be circulated with the 
Official Report. 

It is estimated that these increases will 
produce additional revenue of about £30 
million in a full year. The Exchequer 
therefore will bear not only the full de- 
ficit up to the time when the increased 
charges bring in the additional revenue, 
but also what remains of the deficit there- 
after. I propose, accordingly, as a second 
Step, to request the permanent members 
of the Railway Rates Tribunal to act as 
they did in 1940 as a consultative com- 
mittee, and to advise me as to the best 
method of adjusting charges so that, for 
the year 1947, the aggregate of the net 
revenues paid into the pool will approxi- 
mate to the aggregate of the fixed annual 
sums paid out. The committee will be 
asked to deal with the fares of the 
L.P.T.B. separately, and to hold public in- 
quiries at which local authorities and 
representative bodies will have an oppor- 
tunity of being heard. The proposed 
terms of reference to the committee will 
be circulated with the Official Report. 

Mr. R. S. Hudson (Southport—C.): 
May I ask the Minister what effect this in- 
crease in charges will have on the cost of 
food and of other elements which enter 
into the cost of living; and also whether 
it will not have a serious effect of the cost 
of our exports? 

Mr. Barnes: With regard to the increase 
of 83 per cent. on goods train traffic, we 
have reason to believe that it will not 
appreciably affect the cost of production. 
With regard to the increase in passenger 
fares, that will not, in our view, substan- 
tially affect the general cost of living. 
With regard to the effect on food supplies, 
that will be adjusted by the present Trea- 
~— arrangement. 

Mr. Hudson: May we take it that this 
is the first of many increases that will 
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take place in transport costs, as the Gov- 
ernment increases its control over trans- 
port? 

Mr. Barnes: Mr. Hudson should bear 
in mind that the increases in transport 
costs have been relatively small compared 
with the general rise of prices in the com- 
munity—the general increases of prices of 
food and commodities. 

An Hon. Member: And wages. 

Mr. Barnes: That has been operating 
because of the very large sums paid into 
railway accounts as a result of Govern- 
ment traffic during the war. I think it is 
obvious to everybody that there has been 
a substantial cessation of Government 
traffic. It is desirable that as soon as 
possible transport, as an industry, should 
be able to pay its way, and be adjusted 
to normal conditions. 

Mr. Leslie Hale (Oldham—Lab.): Is the 
Minister aware that there has been not 
merely an alteration in the distribution of 
traffic, but a diminution of service given 
by the railway companies? Does he think 
that having to travel standing on one foot 
in the passage between two carriages of a 
main-line train which stops only at four 
or five stations instead of going straight 
through can go on much longer in peace- 
time? Is he aware that the increases will 
cause great disquiet? Finally, will the 
House have an opportunity of debating 
the matter before the increases come into 
operation? 

Mr. Barnes: The question of debating 
the increases should be directed to the 
Leader of the House. I am not respon- 
sible for determining the timetable of the 
House. On the question of general traffic 
facilities, overcrowding has been one of 
the factors obscuring the general econo- 
mic position of railways during the war. 
A rapid transformation is taking place 
just now, and that is one of the matters 
taken into consideration. 

Captain John Crowder (Finchley—C.): 
In view of the very large increases in pas- 
senger fares, will the Minister now be able 
to restore cheap day tickets? 

Mr. Barnes: The House will remember 
that, from time to time, I have been asked 
questions about cheap day fares, and I 
have indicated that the matter will come 
under review. I think the House can now 
see that I was facing this problem, and 
that it would have been inopportune to 
deal with matters of that kind until the 
general rate structure had been brought 
more into conformity with post-war prices. 

Mr. Campbell Stephen (Glasgow, Cam- 
lachie—I.L.P.): In view of the statement 
about the increased charges which the 
public will have to pay, may I ask 
whether the Minister will arrange with 
the London & North Eastern Railway to 
increase the rate of travel on its suburban 
lines from what is evidently its present 
maximum, 15 miles an hour, to 20 miles 
an hour? 

Mr. Barnes: That is a matter on which 
a question can be put down for answer in 
the ordinary way. 

Viscount Hinchingbrooke (Dorset South 
—C.): Is the Minister aware that the effect 
of the decision which he has announced 
will be far more adverse, from the infla- 
tionary point of view, than the aggregate 
of the tax concessions refused by the 


Chancellor in his recent budget? 


Mr. Barnes: Lord Hinchingbrooke is 
quite wrong in assuming that there has 
been any refusal of tax concessions. The 
situation which we are facing in this pro- 
posed adjustment would: have to be met 
either by the taxpayers or by the users of 
the railways. I do not think anyone could 
justify a policy of subsidising an industry 
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like transport which, normally, should be 
able to meet its own expenses. 

Mr. W. N. Warbey (Luton—Lab.): Is 
the Minister not aware that many people 
in this country have not had a holiday for 
seven years and that pensioners and 
people in the lower income ranges have 
been saving up for many months for the 
holiday season in order to visit relatives 
living at a distance whom they have not 
seen for years? Would he not consider 
postponing the increase in passenger fares 
for, say, three months, until after the 
holiday season? 

Mr. Barnes: No. I regret that I cannot 
adopt that policy. Every month more 
would make the situation increasingly 
difficult to grapple with. Railway ac- 
counts date from January | to Decem- 
ber 31. These increases will come into 
operation on July 1. I am already in a 
deficiency of six months on these accounts, 
and the deficiency will be met by the Ex- 
chequer. I cannot possibly delay the 
operation of this policy any longer. 

Mr. Percy Morris (Swansea West— 
Lab.): Do the new rates bear any refer- 
ence to the financial arrangements now in 
existence between His Majesty’s Govern- 
ment and the railways? Does the ques- 
tion of standard revenue enter into the 
discussion? Is additional money being 
raised for Breater payment to the railway 
companies? 

Mr. Barnes: Not for a greater payment, 
but to meet the sum of £43 million which 
is the Government’s obligation to the rail- 
way pool account. 

Mr. P. Morris: The standard arrange- 
ment is not being varied at all? 

Mr. Barnes: Certainly not. I cannot 
vary the standard arrangement while it is 
under a Government-controlled account. 

Wing-Commander N. J. Hulbert (Stock- 
port—C.): May I ask the Minister whether 
the policy of increased railway fares was 
included in the Government’s mandate? 

Mr. Barnes: The policy that the ser- 
vices should economically pay their way 
has always been a part of our Socialist 
philosophy. 

The Reverend G. Lang (Stalybridge & 
Hyde—Lab.): Does the Minister realise 
that there are many thousands of ex-Ser- 
vicemen, without whose sacrifice the rail- 
ways would not matter at all, who will 
this year be taking their families away for 
the first time for years? Are they not to 
be considered? 

Mr. Barnes: All those matters have 
been considered, but ultimately we have 
to face the question of whether we are 
going to run an industry of this kind on 
its own strength and stability, or whether 
we are going to subsidise it. The policy 
of subsidising transport cannot possibly be 
continued. 

Major R. E. Manningham-Buller 
(Daventry—C.): In view of the answers 
the Minister has just given, may I ask 
whether we can take it that a policy of 
subsidising the railways will not be fol- 
lowed in future, whether or not they are 
nationalised? 

Mr. Barnes: I think the position the 
Government is adopting at this moment— 
when it is quite clear what policy senti- 
ment in all parts of the House would wish 
us to follow—is a clear indication that we 
shall follow sound economic rules. 

Sir Frank Sanderson (Ealing East—C.): 
Is it not a fact that the price increase in 
the rate charges is incomparably less than 
the increase paid to the men and in other 
costs of running the railways? Is it not 
essential that the railways should be run 
on an economic basis? 

Mr. Barnes: That is the reason why I 
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am submitting these proposals. The aver- 
age overall increase of materials- 

The Speaker: That question is really 
hypothetical and has nothing to do with 
the subject. 

Major J. A. Boyd-Carpenter (Kingston- 
on-Thames—C.): In view of the fact that 
the Minister justifies this decision on the 
ground of the decrease of traffic, does he 
not consider that this increase in rates will 
lead to a further decrease in the volume 





of traffic? 
Mr. Barnes: I have stated that the 
transformation of the account is due to 


the withdrawal of Government wartime 
traffic which, while | am unable to give 
accurate figures, has certainly been over 
£100 million a year. The industry is not 
yet able to replace that traffic, and I have 
had to deal with the situation as I have 
found it. 

Sir Waldron Smithers (Orpington—C.) 
rose to ask a question. 

The Speaker: 1 think we should pro- 
ceed to the next business. 

Sir W. Smithers: Am I allowed to say 
that, in view of the unsatisfactory nature 
of the statement, I propose to raise the 
subject on the motion for the adjourn- 
ment? 

The Speaker: Sir W. Smithers is cer- 
tainly allowed to say that. I am now 
about to call the next business. 

The following are the full details of the 
increases:— 


Controlled 

railway 
companies 

Existing Substituted 
addition, addition, 
per cent. per cent. 


Fares (other than work- 
men’s and seasons) 

Charges for parcels and 16 33} 
miscellaneous _ traffic | 
by passenger train 

Workmen's fares and 10 25 
season ticket rates 


Charges for goods train 16: 25 
traffic 

Charges on railway- 16% 25 
owned canals 

Charges at railway- 20 40 
owned docks (certain coast- (certain coast- 


wise traffic wise traffic 
7+ per cent.) 15 per cent.) 
London 
Passenger 
Transport 
Board 
Per cent. Per cent. 
Green Lines fares eas 162 33} 
Charges for merchandise As for railway companies 
traffic 


The proposed terms of reference to the 
Charges Consultative Committee are as 
follow:— 


(a) London Passenger Transport Board 

I am directed by the Minister of Transport 
to request the committee to advise him as 
to the best method of adjusting the fares on 
the railways and road services of the London 
Passenger Transport Board, and on _ such 
other railways as are covered by the defini- 
tion of Railways of the Transport Board in 
paragraph 2 of S.R. & O. 1940, No. 2037, 
so that, for the year 1947, the balance of the 
net revenue account prepared by the Board 
under article 1 of the Railway Control Agree- 
ment, together with the appropriate propor- 
tion of the balances of the net revenue ac- 
counts of joint committees, will approximate 
to the fixed annual sum (£4,835,705) payable 
by His Majesty’s Government to the Board 
under that agreement. The Minister wishes 
the committee to hold a public inquiry and to 
hear thereat the representations of the Board 
and of any local authority or body repre- 
senting the interests of passengers in the 
London Passenger Transport Area which may 
give notice of desire to be heard in such 
manner and within such time as the com- 
mittee may prescribe. 


(b) Railway Companies 

I am directed by the Minister of Transport 
to request the committee to advise him as to 
the best method of adjusting the charges 
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made by the controlled railway companies 
and joint lines, considered as a whole, in 
connection with their railways (excepting 
such as are covered by the definition of Rail- 
ways of the Transport Board in paragraph 2 
of S.R. & O. 1940, No. 2037), dock and 
canal undertakings and collection and de- 
livery services, so that, for the year 1947, the 
aggregate of the balances of the net revenue 
accounts prepared by the controlled Railway 
Companies under article 1 of the Railway 
Control Agreement, together with the appro- 
priate proportion of the balances of the net 
revenue accounts of joint committees, will 
approximate to the aggregate of the fixed 
annual sums (£38,633,000) payable by His 
Majesty’s Government to the controlled rail- 
way companies under that agreement. 

In considering such adjustments the com- 
mittee is asked to take into account all rele- 
vant ccnsiderations and, while aiming at an 
equitable distribution of charges between the 
various classes or groups of classes of ser- 
vice, to have regard to the Government’s 
policy of full employment and to the im- 
portance of maintaining adequate coastwise 
shipping services. The Minister wishes the 
committee to hold a public inquiry and to 
hear thereat the representations of the railway 
companies, and of any local authority or 
body representing the interests of passengers 
or traders or other forms of transport which 
may give notice of desire to be heard in such 
manner and within such time as the com- 
mittee may prescribe. 


L.M.S.R. Order Confirmation Bill 

The London Midland & Scottish Rail- 
way Order Confirmation Bill, which con- 
firms a Provisional Order under the 
Private Legislation Procedure (Scotland) 
Act, 1936, relating to the London Midland 
& Scottish Railway, was presented to the 
House of Commons on May 21 by Mr. J. 
Westwood (Secretary of State for Scot- 
land) and formally read the first time. It 
passed the report stage on May 22, and 
was read the third time and passed on 
May 23. 


Railways (Valuation for Rating) Bill 

Mr. R. J. Taylor (Lord Commissioner 
of the Treasury) in the House of Commons 
on May 20 moved that Mr. Stanley Evans 
(Wednesbury—-Lab.), Mr. Eric Fletcher 
(Islington East—Lab.), Mr. William Mor- 
rison (Cirencester & Tewkesbury—C.), and 
Mr. Thomas Reid (Swindon—Lab.) be 
members of the select committee on the 
Railways (Valuation for Rating) Bill. The 
motion was agreed to 


Questions in Parliament 


Land Owned by Railways 

Mr. W. McAdam (Salford North—Lab.) 
on May 20 asked the Minister of Transport 
if he would state the acreage of land 
owned by the British railway companies, 
apart from the land used as running lines, 
goods and passenger stations, workshops 
and stores or warehouses. 

Mr. Alfred Barnes (Minister of Trans- 
port) in a written answer stated: The acre- 
age of land owned by the four main-line 
railway companies, not forming part of the 
railway or stations, at December 31, 1945, 
was approximately 34,000 acres. 


Government Expenditure on 
Owned Docks 

Mr. S. Awberry (Bristol Central—Lab.) 
on May 20 asked the Minister of Trans- 
port what amount of money had been 
spent by the Government on new equip- 
ment and improvements in the respective 
railway-owned docks of this country; and 
how much of that was recoverable from 
those port and harbour authorities. 
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Mr. Alfred Barnes in a written answer 
stated: I am obtaining such information 
as is readily available and will arrange 
for it to be circulated later. 

Railway Seat Reservations 

Mr. Wilson Harris (Cambridge Univer- 
sity—Ind.) on May 20 asked the Minister 
of Transport whether he was now able to 
arrange for the reservation of seats on 
long-distance trains. 

Mr. Alfred Barnes: I regret that the 
heavy pressure to be expected on the avail- 
able accommodation in the trains makes 
it impossible to re-introduce a system of 
reservation of seats this summer. The rail- 
way companies are, however, planning to 
restore this facility gradually when the 
winter services are introduced in October, 

Mr. Harris: Has the Minister ever cal- 
culated how many hundreds of thousands 
of man-hours are wasted each week by 
persons who have to get to stations twenty 
minutes or half an hour earlier, in order 
to travel in some kind of comfort? Will 
he, in balancing priorities, give a very 
high place to this reversion to pre-war 
practice? 

Lt.-Colonel Sir Thomas Moore (Ayr 
Burghs—C.): Is it not time that some very 
important persons became less important, 
and more importance was given to the 
travelling and business public? 

Mr. Barnes: I do not agree that there 
are any reservations on railway trains for 
priority passengers. 

Stranraer to London Train Service 

Mr. J. H. McKie (Galloway—C.) »n 
May 20 asked the Minister of Transport 
if he would state the reasop for the with- 
drawal of the 8 a.m. train from Stranraer 
to London, St. Pancras, which withdrawal 
was causing great inconvenience to the 
travelling public. 

Mr. Alfred Barnes: There was _ in- 
sufficient traffic to justify the continued 
running of the train through to London. 
From May 6, 1946, it has terminated at 
Dumfries with a connection to London. 
I am making further inquiries and will 
circulate the result. 

Sunday Excursion Services 

Mr. J. A. Sparks (Acton—Lab.) on 
May 20 asked the Minister of Transport 
when the main-line railways intended to 
resume their pre-war day excursion train 
services on Sundays. 

Mr. Alfred Barnes: I regret that I am 
not at present able to say when it may be 
possible to resume Sunday excursion ser- 
vices. 

Mr. Sparks: Is the Minister aware that 

this is the only means which a large num- 
ber of people will have to pay a visit to 
the seaside resorts of the country, and 
will he look at this matter again and see 
to what extent a restricted service can be 
introduced on Sundays and in mid-week? 
_ Mr. Barnes: This matter is being con- 
tinually re-examined, but I would remind 
Mr. Sparks that facilities for getting to 
the sea have been considerably increased. 

Mr. Evelyn Walkden (Doncaster—Lab.): 
Does not the Minister recognise that prac- 
tically every Department of State has dis- 
tributed to the John Citizens of Britain 
some form of national dividend since the 
war ended? Could not he persuade the 
railway companies to recognise this form 
of national dividend by giving comfort and 
cheer at the week-end to John Citizen and 
his wife and children? 

_ Mr. Barnes: I do not think it is a ques- 
tion of persuasion. When the facilities 
are there, they will be provided. 

Mr. Hector Hughes (Aberdeen North— 
Lab.): Can the Minister hold out any hope 
of cheap day return excursion fares? 
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Mr. Barnes: That is a matter which may 
be decided in the relatively near future. 


Aberdeen-London Night Railway Service 
Mr. Hector Hughes (Aberdeen North— 
Lab.) on May 20 asked the Minister of 
Transport if he was aware that there was 
no direct night train by the L.M.S.R. be- 
tween Aberdeen and London and that night 
passengers by that route had, at great 
inconvenience, to change trains; and if he 
would take steps to have that state of 
affairs remedied as soon as possible. 

Mr. Alfred Barnes: I would refer Mr. 
Hughes to the answers given on January 20 
to Colonel C. N. Thornton-Kemsley (Kin- 
cardine & Western—C.) and on April 4 
to Major S. Ramsay (Forfar—C.) to which 
there is nothing I can add at present (see 
The Railway Gazette of February 15 and 
of May 3). 

Mr. Hughes: Is the Minister aware that 
this is a 13 hours’ journey and passengers 
have to break their journey at Perth; 
that there is no sleeping accommodation, 
and that they have to wait a very long 
time at Perth in order to get a connecting 
train? Will he take some steps to improve 
the situation? 

Mr. Barnes: As I indicated in a pre- 
vious reply, this matter will be remedied as 
quickly as possible. 


Rosslare-Fishguard Mail Boat Service 

Mr. Hector Hughes (Aberdeen North— 
Lab.) on May 27 asked the Minister of 
Transport if he was aware of the demand 
for the restoration of the Rosslare to 
Fishguard mail boat cross-channel service; 
that there were now suitable ships avail- 
able for that purpose; and if he would take 
steps to restore that service in time for this 
summer’s holiday season. 

Mr. Alfred Barnes stated in a written 
answer: I am anxious that this service 
should be restored as soon as possible, but, 
contrary to Mr. Hughes’ information, there 
is unfortunately at present no vessel avail- 
able which could be used for the purpose. 


Holiday Transport in Aberdeen 


Mr. Hector Hughes (Aberdeen North— 
Lab.) on May 27 asked the Minister of 
Transport if he was aware that improved 
and extended transport facilities were 
urgently required during the short holiday 
season for persons wishing to visit the 
city of Aberdeen; and what he intended to 
do to facilitate in that way the needs of 
this holiday resort. 

Mr. Alfred Barnes in a written answer 
stated: Aberdeen has benefited from the 
improved summer train services. _ Relief 
and special trains for holiday makers will 
be run when necessary so far as the re- 
sources of the companies permit. Bus ser- 
vices and tours will be provided to the 
limit of the available vehicles. 


Fish Train Services 


Mr. R. J. G. Boothby (Aberdeen East 
—C.) on May 20 asked the Minister of 
Transport whether he would take steps to 
ensure an adequate fish passenger train 
service from Fraserburgh and Peterhead 
during the forthcoming herring fishing 
season, 

Mr. Alfred Barnes: Arrangements have 
been made for special fish trains to be 
tun regularly from Fraserburgh and 
Peterhead to Aberdeen in addition to the 
scheduled trains, and the service will be 
augmented by other special trains as and 
When the need arises. The regular fish 
services from Aberdeen to London will 
be supplemented by special trains accord- 
ing to the need of the traffic. The rail- 
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way company will also introduce, where 
traffic justifies, through vans from Peter- 
head and Fraserburgh to certain centres 
in England, particularly in the extreme 
south. 

Mr. Boothby: Thank you very much. 


G.W.R. Swindon Workshops 


Mr. H. Thorneycroft (Manchester, Clay- 
ton—Lab.) on May 28 asked the Minister 
of Labour & National Service how long 
the dispute between the National Union 
of Railwaymen and the National Union of 
Vehicle Builders, as to which union should 
have the right to punch rivets, had been 
going on; what was the estimated loss of 
output resulting; and if he would make it 
plain that anyone who could punch a 
rivet should do so irrespective of whether 
he belonged to a union or not. 

Mr. George Isaacs (Minister of Labour 
& National Service), in a written answer, 
stated: I assume that Mr. Thorneycroft is 
referring to a dispute at the Great West- 
ern Railway workshops, Swindon, regard- 
ing the allocation of certain drilling and 
riveting work on new coach construction. 
I understand that following the allocation 
of these items of work in September last, 
a difference arose as to the class of worker 
who should perform them, as a result of 
which the completion of new coaches has 
been held up since early in January. In 
the meantime, I understand that the men 
are fully employed on other work. The 
trade unions concerned have been con- 
sidering a suggestion for reaching a settle- 
ment and I am awaiting their full replies. 


Railway Warrants for Directed Workers 


Mr. D. L. Lipson (Cheltenham—lInd.) 
on May 28 asked the Minister of Labour 
& National Service if women workers who 
had been directed during the war away 
from their homes and now chose to return, 
might be given free railway warrants to 
enable them to do so. 

Mr. George Isaacs: Workers, both men 
and women, who were transferred by, or 
with the approval of, my department to 
employment away from home on or after 
June 1, 1940, are eligible for free railway 
warrants to enable them to return home 
when they are at liberty to leave their 
present employment. 

Mr. Lipson: Will the Minister take steps 
to see that his officers in local exchanges 
know of his policy in this matter, because 
I have had instances where his depart- 
ment has refused free railway warrants? 

Mr. Isaacs: I should be a little surprised 
if that should be the case, though I do not 


doubt Mr. Lipson’s word. There is a 
special small leaflet published for the 
guidance of all officers and the public 


which gives all the information necessary, 
so that there should not be any doubt 
about it. 


Brazil Railway Development 


Sir Patrick Hannon (Birmingham, 
Moseley—C.) on May 13 asked the Presi- 
dent of the Board of Trade if his attention 
had been called to the Decree signed by the 
Government of Brazil, approving a general 
plan of railway equipment covering con- 
struction of linking-up lines, acquisition of 
rolling stock, signal apparatus, etc.; the 
details of the plan were being compiled 
by the Commercial Secretary to Rio 
Janeiro for the information of British 
manufacturers willing to compete for the 
supply of materials comprised in the plan; 
and what steps he was taking to enable 
British manufacturers to obtain orders in 
Brazil. 
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Mr. H. A. Marquand (Secretary for 
Overseas Trade) in a written answer stated: 
Yes. The Counsellor (Commercial) to the 
British Embassy at Rio Janeiro has drawn 
my attention to the Decree in question and 
has given me a comprehensive report. The 
appropriate trade organisations have been 
informed. 


Dukinfield Wagon Works 


The Rev. G. Lang (Stalybridge & Hyde 
—Lab.) on May 20 asked the Minister of 
Transport whether, in view of the anxiety 
of many hundreds of workers, he wouid 
make a statement as to the future of the 
L.N.E.R. Wagon Works, Dukinfield, lately 
vacated by the Ministry of Supply. 

Mr. Alfred Barnes: The future of these 
works is under close examination by the 
railway company, but it i: not yet pos- 
sible to make any definite statement. 


Clothing Coupons for Railwaymen 


Commander Douglas Marshall (Bodmin 
—C.) on May 20 asked the President of 
the Board of Trade why 32 different grades 
of uniformed railway workers did not re- 
ceive the industrial ten supplementary 
coupons, and if he would reconsider that 
matter. 

Mr. J. W. Belcher (Parliamentary Secre- 
tary, Board of Trade) in a written answer 
stated: Railwaymen in these grades are 
eligible for the civilian uniform conces- 
sion, under which they give up not more 
than 8 coupons a year in return for a 
uniform oujfit worth at least 44 coupons 
and for replacements. This concession is 
in itself equivalent to a coupon supple- 
ment, and I do not think that a further 
supplement would be justifiable. 


PERMANENT Way INSTITUTION: CROYDON 
SECTION.—By the courtesy of the L.P.T.B. 
a party of members of the Croydon Sec- 
tion of the Permanent Way Institution will 
visit the Board’s Charlton Works on the 
afternoon of June 19. 


HIDUMINIUM ALLOYS.—In_ connection 
with the Hiduminium range of aluminium 
alloys, branch offices have been opened at 
Manchester and Glasgow jointly by High 
Duty Alloys Limited, Reynolds Tube Co. 
Ltd. and Reynolds Rolling Mills Limited, 
each in charge of qualified representatives. 
It is stated that inquiries for technical 
advice on the application of aluminium 
alloys generally will be welcomed from 
intending users resident in those areas. 
The addresses of the offices are 4 St. Ann’s 
Square, Manchester, 2 (telephone: Black- 
friars 4881); and 69 West Regent Street, 
Glasgow, C.2. 


NITRATE Rai_ways Co. Ltp.—The board of 
the Nitrate Railways Co. Ltd. has decided 
to recommend at the forthcoming annual 
general meeting a dividend on the ordi- 

nary and preferred converted ordinary 
shares of 1} per cent. (2s. 6d. per share), 
less tax at 9s. in the £, for the year ended 
December 31, 1945. Dividends and _ in- 
terest, profit on Exchange, and surplus on 
income tax and transfer fees for the year 
amounted to £63,152 (£61,722); adding 
transfer from exchange reserve of £7,687 
(£9,000) makes £70,839 (£70,722). De- 
ducting loss on railway operation, £52,751 
(£48,190), leaves net surplus £18,088 
(£22,532). The proposed dividend takes 
£36,225, and £148,340 (£166,677) is carried 
forward to next year. The annual general 
meeting will be held at Winchester House, 
Old Broad Street, London, E.C.4, on 
June 20 at 12 noon. 
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Organisation and Control of 
European Inland Transport 


Professor E. R. Hondelink, Director- 
General of the European Central Inland 
Transport Organisation, gave a public lecture 
on “The Organisation and Control of 
European Inland Transport” at the London 
School of Economics on May 30. 

Professor Hondelink said that the present 
was a golden opportunity to control transport 
for the best possible service to the greatest 
number of communities. The European 
transport system divided itself into two main 
parts. 

One part, from the Atlantic to the 
Russian border, had a unified standard-gauge 
railway system, and a network of inland 
waterways which in the near future would 
be linked up to form one unit. The other 
part consisted of Russia and adjacent 
countries, with broad-gauge railways and its 
own waterways. 


WESTERN EUROPEAN AREA 

The Western European area had very 
close connections with the United Kingdom, 
with Spain and Portugal, and with Russia. 
Ships worked through from European 
inland waterways to European ports, and 
railway wagons were interchanged by various 
methods with the broad-gauge systems. 
It was now necessary to co-ordinate European 
transport services with the outside world, 
and to achieve co-ordination between 
different forms of transport inside Europe 
itself. 

Before the war there had been a tendency 
towards amalgamation of railways, and 
nationalisation or intensified control. In- 
ternal traffic in the various countries 
amounted to about 80 per cent. of their 
total, as against the 20 per cent. of inter- 
national traffic. Therefore there had not 
been much unification of international 
traffic. Improvements in through working 
were held up by difficulties of exchanging 
rolling stock. 


UNIFIED POLICY REQUIRED 

All European administrations had carried 
out remarkable work in reconstruction and 
rehabilitation of their own equipment. 
A unified policy was now required in allo- 
cating rolling stock acquired from overseas. 
Countries tended to want to restore pre-war 
practices and arrangements without regard 
to general needs. The tasks on which 
E.C.1.T.O. was now engaged were : 

1.—Allocation and distribution 
port equipment. 

2.—_Common use of freight rolling stock, 
and maintaining the balance thereof between 
countries. 

3.—Co-ordination 
facilities. 

4.—Allocation and routing of special traffic 
of general concern. 

5.—Co-ordination of the activities of Euro- 
pean railway organisations. 


of trans- 


of rolling stock repair 





In the future, close co-operation between 
Governments and administrations would 
be essential. There would be room for 
merger of the large number of associations 
which formerly duplicated each other’s work. 
Standardisation of international and new 
equipment required common action and 
agreements. Rationalisation of through 
rates and charges also would be necessary. 
These matters called for some form of 
regional transport organisation. 

Road transport had now begun to play an 
important part in international movement. 
Far-reaching control would be necessary to 
ensure that the relatively small capacity 
was used to the best advantage. Much work 
remained to be done to facilitate movement 
across frontiers. 
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Waterways had been under Government 
control before the war because they served 
irrigation, hydro-electric, and similar schemes, 
but there had been freedom of navigation 
and equality of flags. Water transport 
agencies were not common carriers, although 
compulsory routing of traffic by water had 
been begun in Nazi Germany as a war 
measure. 

At the present time, joint 
waterways was in force. Freedom of 
navigation and equality of flags had not 
been restored. Co-ordination of waterway 
traffic might be one of the principal tasks 
of a regional transport organisation. New 
canals had been built, linking hitherto self- 
contained systems. 

In pre-war years all European ports were 
controlled by some local authority. During 
the war they passed under military control, 
and now, although again under their original 


control 


controlling authorities, the routing of 
traffic was laid down by E.C.1.T.O. 
Solution of the problems of European 


transport called for mutual understanding 
and scrutiny of common problems, and for 


all concerned to work together on the 
foundation of joint effort and common 
action. 


Driver Sentenced for 
Tampering with Engines 


An L.M.S.R. engine driver was sentenced 
to five years’ penal servitude at Crewe on 
June 3 on the following charges :- 

Setting in motion an engine and tender 
with intent to injure or destroy it on 
January 29; and maliciously altering the 
regulator, cylinder cocks, gear and hand- 
brake of an engine on November 1. 

Mr. H. Edmund Davies, K.C., prose- 
cuting, said that on November | the driver 
was seen to leave his engine and go on 
the footplate of a “Royal Scot” class 
engine. 

A foreman, who had been watching, 
found that the engine had been put in 
full backward gear. It would have moved 
off when the steam pressure rose, had not 
the foreman put the controls back to 
safety. 

In the other case two police officers 
were watching with the foreman. The 
driver was again seen to go to an express 
engine and to leave it. After a time the 
engine moved away on its own and was 
derailed, near the main Shrewsbury line, 
after travelling 285 yd. 

In evidence, the driver said he had no 
grouse against the railway company and 


he did not bother about politics. He had 
never maliciously interfered with an 
engine. 


After the driver had been found guilty a 
railway police official said there had been 
19 cases of interfering with engines at 
Crewe since 1943. These had entailed 
checking the time cards of 1,760 workmen. 
By a process of elimination it had been 
found that on each occasion the accused 
had been working close to the engine 
which had been tampered with. 

Passing sentence, Mr. Justice Charles 
said: “It is a bad offence, so bad that it 
can be punished by penal servitude for life 
because of the terrible damage that can be 
done to life and property. I should be 
lacking in my duty if I did not send you 
to penal servitude for five years.” 

Mr. Glyn Jones (defending) suggested 
that the judge might like to defer sentence 
for the accused to be medically examined. 
The judge, however, said that he would 
not do that, for there had been no sug- 
gestion of insanity. 


of 
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Eire Railway Statistics 


The Minister for Industry & Commerce 
in Eire has kindly furnished us with an 
official table of railway statistics in respect 
of the calendar year 1944, covering al! the 
railways wholly or partly in Eire. 

It will be recalled that, as from 
January 1, 1945, the Irish Transport Com- 
pany (Céras lompair Eireann), formed by 
the Eire Transport Act of December 8, 
1944, began its operating life. It merged 
the undertakings of the Great Southern 
Railways Company and the Dublin United 
Transport Co. Ltd. The Eire statistics 
for the calendar year 1944 thus cover 
exactly the last year of operations of the 
Great Southern Railways. 


Railways part 


Great in Eire 
Southern Great 
Railways* Northern Other 
Railway = Railways 
Capital £ £ r 
Authorised... .- 13,962,455 9,738,753 1,683,932 
Created : - 13,037,085 9,738,753 1,541,754 
Issued (including 
nominal additions 
or deductions) ... 11,633,743 9,244,020 1,440,518 
Receipts and Expendi- 
ture on Capital 
Account 
Receipts to Decem- 
ber 31, 1944 . 13,442,421 9,374,874 2,605,741 
Expenditure to De- 
cember 31, 1944 31,546,441 10,532,315 2,589,985 
Revenue Receipts and 
Expenditure 
(Railways and 
Ancillary Business) 
Gross receipts 6,854,615 3,355,189 306,498 
Expenditure 6,101,512 2,667,916 296,742 
Net receipts 753,103 687,273 9,756 
Total netincome . 788,691 751,399 18,128 
Mileage (Operating) 
First track ... 1,923 543 213 
Total track (includ- 
ing sidings) 2,488 828 234 
Rolling Stock 
Locomotives 500 190 37 
Coaching vehicles. 1,337 544 105 
Railmotorcars ... - a 16 
Electric 8 10+ 
Freight vehicles 11,844 5,656 80! 
Service vehicles 1,043 465 34 
Train Mileage— 
Revenue, coaching 1,628,158 3,471,735 427,441 
Revenue, freight ... 3,579,655 1,320,824 202,194 
Shunting 1,857,862 1,304,752 118,885 
Total engine miles... 7,463,953 6,482,434 742,220 
Number of Passengers— 
First class ... 817,365 409,317 39,742 
Second class 625,198 3,764 
Third class... 4,772,954 8,970,071 1,153,217 
Workmen (single 
journeys) oes 910,834 3,474 
Total (exclusive of 
season tickets) ... 5,590,319 10,915,420 1,200,197 
Season Tickets (equiva- 
lent Annual — 
First class ... 959 265 20 
Second class - 1,760 
Third class 4,309 10,017 513 
Total sas 5,268 12, 042 533 
Freight Traffic Tonnag e— 
General rial es 1,713,953 1,184,950 154,578 
Coal, coke, and 
patent fuel 310,885 256,033 5,074 
Other minerals 1,096,675 296,140 53,474 
Total (excluding 
livestock sities 3, a 513 1,737,123 213,126 
Livestock ... ; 349,884 186,355 
Head of Livestock 1,411,150 639,732 


137,392 
* Including Irish portion of Fishguard & Rosslare 
Railways & Harbours Company's undertaking for the 
working of which the Great Southern Railways Company 
is responsible 
+ Howth Tramway vehicles 








HADFIELDS LIMITED.—Mr. W. A. Green, 
who for 45 years has represented Had- 
fields Limited in Birmingham and _ the 
South Midlands, is retiring. His duties 
are being taken over by Mr. C. F. Jarratt, 
a metallurgist with long experience in the 
steel. industry, who was until recently 
Area Progress Officer to the Admiralty 
Director of Armaments Supplies. 
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Notes and News 


Traffic Manager Required.—A 
manager is required for a large iron and 
steel works in South Wales. Previous ex- 
perience in operating traffic essential. See 
Official Notices on page 639. 


traffic 


Locomotive Draughtsman Required.— 
A locomotive draughtsman is required by 
the Sudan Railways. Applicants should 
have good workshop and drawing office 
training, and experience in steam locomo- 
ive design. See Official Notices on page 
639. 


L.N.E.R. Debenture Interest.—Balances 
ill be struck as at the close of business 
on June 11 on L.N.E.R. 3 per cent. and 
4 per cent. debenture stocks and 4} per 
cent. sinking fund debenture stock for the 
half-year ending June 30. See Official 
Notices on page 639. 


L.N.E.R. Extraordinary General Meet- 
ing.—An extraordinary general riceting of 
the London & North Eastern Railway 
Company will be held at the Abercorn 
Rooms, Bishopsgate, E.C.2, on June 26, 
at 2.30 p.m., to consider two draft pro- 
visional orders, for which application has 
been made to the Secretary of State for 
Scotland. 


Wellington Grey & Bruce Railway Com- 
pany.—TIhe estimated earnings of the 
Wellington Grey & Bruce Railway Com- 

pany for the six months to June 30, 1946, 
applicable to meet outstanding interest on 
the 7 per cent. bonds redeemed up to and 
including January 1, 1942, admit of a 
payment of £6 2s. 6d. per £100 bond. For 
details of the application of this payment 
see Official Notices on page 639. 


Pig Iron and Steel Production.—The 
table below shows pig iron and steel pro- 
duction in the United Kingdom in April, 
1946, with previous figures for compari- 
son:— 

Steel ingots 


Pig iron and 
castings 
Annual Annual 
rate rate 
Weekly (000’s Weekly (000’s 
average omitted) average omitted) 
1946 
April ... 148,700 7,732 252,100 13,111 
March 147,300 7,660 255,700 13,295 
February 146,100 7,600 247,200 12,854 
January 143,600 7,467 228,800 11,898 
1945 
April ... 137,600 7,154 236,600 12,302 
March 141,400 7,354 246,100 12,799 
February 136,700 7,109 241,400 12,553 
January 127,100 6,609 216,300 11,248 
1938 
Year ... ... 130,000 6,76! 200,000 10,397 


British South Africa Company.—At the 


annual general meeting of the British 
South Africa Company on May 9, the 
President, Sir Dougal O. Malcolm, 


K.C.M.G., said that if the report of Sir 
Harold Howitt recommending ‘he defer- 
ment for at least five years of Govern- 
ment acquisition of Rhodesia Railways 
Limited were adopted, it would put 
Rhodesia Railways Limited, the Rhodesia 
Railways Trust, and the British South 
Africa Company in a very embarrassing 
position. Their responsibilities would not 
be diminished, but they would have to 
take important decisions in the light that 
the consequences of those decisions 
would fall on others after 1950. To carry 
out necessary works, it would be neces- 
sary to raise some £6,000,000 in the near 
future. That could not be borrowed with 
an existing debenture debt of £20,000,000 
Standing in front of it. If they knew that 
the railway undertaking was to remain in 
their hands, their course would be clear, 


KUM 
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and they would accept it with a good 
heart, but if the Howitt report were 
adopted they would remain in doubt over 
the outlook for the future. 


North British Locomotive Co. 
Profit for 1945, 


Ltd.— 
after providing £30,000 
for depreciation, was £207,404, as against 
£242,343 in 1944, when the provision for 
depreciation was £35,000. Taxation takes 
£100,000, compared with £150,000, and 
£50,000, as in the previous year, is placed 
to reserve. The ordinary dividend is main- 
tained at 5 per cent. The carry-forward of 
£54,722 compares with £51,380 brought in. 

Engineering Assistants Required.— 
Senior carriage and wagon engineering 
assistants are required by the Crown 
Agents for the Colonies for their engineer- 
ing designs department at their London 
office. Candidates should have passed the 
Associate Membership examination of the 
Institution of Mechanical Engineers or 
hold equivalent exempting degree. For 
full particulars see Official Notices on 
page 639. 

British Oxygen Co. Ltd.—The year 1945 
was the sixtieth anniversary of the com- 
pany’s incorporation, and together with a 
final dividend of 8 per cent. the directors 
have declared a special anniversary divi- 
dend of 4 per cent., making a total distri- 
bution for the year of 20 per cent. In 1944 
two payments of 8 per cent. were paid. 
The provisional profit for 1945 is shown as 
£520,587, as against net profit in 1944 of 
£370,369, when, however, an exceptional 
depreciation of £60,000 was charged. 

L.N.E.R. Shenfield Electrification 
Works.—Engineering work on the Brady 
Street and Tapp Street bridges, near 
Bethnal Green, in connection with the 
Liverpool Street and Fenchurch Street to 
Shenfield electrification scheme of the 
L.N.E.R., began on June 1. From that 
date and on several subsequent week-ends, 
the Engineer will have possession of the 
up and down through running lines from 
11 p.m. Saturday night until midnight 
Sunday. As a result, trains between Liver- 
pool Street and Stratford will have the 
use of only one line in each direction in- 
stead of two, as normally, for the two 
miles between Bethnal Green West Junc- 
tion and Bow Junction. It is not expected 
that any important train alterations will be 
necessary, but delays of some minutes are 
likely to occur whilst work is in progress. 





Large Oak Tree for Railway Rolling 
Stock.—An oak tree, reputed to be the 
largest ever felled in Kent, was_ trans- 
ported recently from Lenham, Kent, to 
the L.N.E.R. wagon shops at Faverdale, 
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Co. Durham, there to be used for the con- 
struction of rolling stock. Estimated to 
be 228 years old, it was 60 ft. in length, 
had a girth of 12 ft., and weighed 12 tons. 


Great Indian Peninsula Railway Annui- 
ties—It was notified recently in The 
London Gazette that on May 1, 1946, a 
total sum of £28,021,558 8s. was invested 
for the purpose of providing a sinking 
fund in respect of annuities class “ B.” 


Chief Permanent Way Inspectors for 
Malayan Government Railways.—The 
Malayan Government Railways require 
Chief Permanent Way Inspectors for a 
tour of three years in the first instance, 
with prospect of a permanency. Candi- 
dates must have had experience as gangers 
or sub-gangers on a British railway, and 
had a sound knowledge of permanent way 
work. See Official Notices on page 639. 


Beyer Peacock & Co. Ltd.—Subject to 
Treasury consent, Beyer Peacock & Co. 
Ltd. proposes to make a share issue to 
ordinary shareholders, to provide funds to 
redeem the outstanding £104,832 5 per 
cent. and 4} per cent. debenture stocks 
and additional funds for re-equipment and 
expansion. Profits for 1945, after taxation 
and contingencies, were £45,598 (against 
£50,484 the previous year). Other income 
was £5.680 (£5,714), making £51,278 
(£56,198). Net profit, after directors’ re- 
muneration, interest, debenture interest, 
and depreciation, was £24,775 (£24,297) 
plus £55,262 brought in after payment of 
£16,500 for two years’ arrears of preference 
interest to June 30, 1941. In July last 
preference shares covering two half-years 
were paid, and in January a further three 
half-years were paid. Work in progress, 
stocks, etc., appear in the balance sheet at 
£515,446, against £619,951. 

Derwent Valley Light Railway Com- 
pany.—At the annual general meeting of 
the Derwent Valley Light Railway, the 
Chairman, Mr. Claude W. G. H. Thomp- 
son, J.P., said that net receipts in 1945 
had fallen to £3,885, as against £5,969 in 
1945, and a further decline must be ex- 
pected on account of the disappearance of 
war and government traffics. However, 
there was a greatly increased arable area 
to serve compared with pre-war years, and 


they might look forward to carrying a 
considerably increased tonnage of agri- 
cultural traffics. Accommodation had 


been provided for a firm making alumi- 
nium hollow-ware, which now required 
considerable extension. Railhead storage 
facilities were being furnished for a well- 
known fertiliser manufacturer. Every 
encouragement was being given to firms 
anxious to start new industries, or of 


Raw Material for Rolling Stock 





Anoak tree from Kent en route by Southern Railway for the L.N.E.R. 
wagon shops at Faverdale 
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moving from town to country. The per- 
manent way of the system had been com- 
pletely overhauled, and was in a very 
satisfactory condition. 


Railway Strike’ Called in India.—On 
June 1 the All-India Raiiwaymen’s Federa- 
tion notified the railway systems concerned 
of their intention to strike at midnight on 
June 27. The demands of the A.I.R.F., 
which are mainly concerned with increased 
wages, were reported in the Overseas 
columns of our May 31 issue. 


Guest Keen & Baldwins Iron & Steel 
Co. Ltd—The full report for 1945 - 
Guest Keen & Baldwins Iron & Steel C 
Ltd. shows an increase in gross profits 
from £693,282 to £749,523. This figure in- 
cludes dividend from a subsidiary and 1s 
struck after provision for taxation and 
deferred repairs. Depreciation again ab- 
sorbs £375,000 and after allowing for 
debenture interest, fees, and other items, 
net profit amounts to £219,163, against 
£164,990. The dividend is up from 6 per 
cent. to 74 per cent.; carry-forward is in- 
creased from £112,640 to £154,939. 


Thornycroft Motor Vehicle Jubilee.— 
On May 31 last, the motor vehicle 
department of John I. Thornycroft & Co. 
Ltd., of London and Basingstoke, cele- 
brated its golden jubilee. The event was 
marked by a commemorative luncheon 
and vehicle display at the works. The 
company, which —, conducted an 
interesting test between a 27-year-old lorry 
and one of the latest oil -engine vehicles, 
was associated early with the railways; in 


1905, for example, the L.S.W.R. inaugu- 
rated a Farnham—Haslemere bus service 
with single-decker Thornycroft vehicle. 


Many hundreds of Thornycroft vehicles 
are now operated by the British railways 
for their cartage services and the firm is 
well represented abroad, notably in the 
high-speed motor coaches operated by the 
Iraq State Railways. 





Harwich-Esbjerg Service-—A new motor 
vessel, the Kron Prinz Frederik, was in- 
troduced by the United Shipping Co. Ltd. 
on the Harwich-Esbjerg service on June 3, 
since when there have been three sailings 
weekly in each direction. In connection 
with the introduction of this motor vessel, 
the Crown Prince of Denmark visited this 
country with a party on May 28, and 
travelled from Parkeston Quay to Liver- 
pool Street by a special train placed at his 
disposal by the L.N.E.R. On arrival at 
Liverpool Street, the Crown Prince was 


received by Mr. Walter -K. Whigham, 
Director (now Deputy-Chairman) of the 
L.N.E.R.; Mr. L. H. K. Neil, Continental 
Traffic Manager; Mr. V. M. Barrington- 
Ward, Divisional General Manager 
(Southern Area); and Mr. E Rostern, 
Superintendent (Southern Area). The 
L.N.E.R. announces that on Sundays, 
beginning June 9, the “Scandinavian ” 


boat train will leave Harwich (Parkeston 
Quay) at 3 p.m., and will arrive at Liver- 
pool Street at 4.45 p.m. 


An Exhibition by the English Electric 
Company.—During the last week of May 
an exhibition was held by the English 
Electric Co. Ltd. at the Chamber of Com- 
merce Buildings, Birmingham, and was 
opened by Alderman H. A. Sale, Chairman 
of the Birmingham Electric Supply Com- 
mittee, on May 23. The object of the 
exhibition was to pe in miniature how 
the four works of the company coped with 
wartime needs, and how they have resumed 
the manufacture of the essential electrical 
machinery which is in such great demand 
at the present time both at home and 
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abroad. For the purpose of the exhibi- 
tion, which of necessity was largely pic- 
torial, examples were shown in a special 
photographic feature of railway and muni- 
cipal electric traction schemes, both elec- 
tric and diesel-electric. Also included in 
the exhibits was a model of a large turbo- 
alternator in detail, and smaller sizes of 
standard and special motors. 


Strathpeffer Branch, L.M.S.R., Closed to 
Passengers—The L.M.S.R. closed the 
branch from Dingwall to Strathpeffer to 
passenger traffic on February 23. The ser- 
vices had been drastically reduced through- 
out the war years, and had _ consisted 
latterly of one late evening train from 
Dingwall on Saturdays only. The branch 
continues to deal with goods traffic, and 
Achterneed Station, on the Dingwall-Kyle 
of Lochalsh Section, affords an alternative 
for passengers. 


Methods Filmed.—A 
“The Production of 


Steel Production 
sound film entitled 


High Quality Steel’ has been made by 
Verity Films Limited at the East Hecla 
Works, Sheffield, of Hadfields Limited. 
The film is available in the 16-mm. and 
35-mm. sizes, and runs for 45 min. Action 
scenes in the works, accompanied by a 
lucid commentary present an interesting 


review of the whole procedure of steel- 
making as carried out by modern methods 
and under scientific control. 


British Machine Tools at Continental 
Exhibitions.—The Coventry Gauge & Tool 
Co. Ltd., Fletchamstead, Coventry, is par- 


ticipating in several important Continental 
engineering exhibitions. A large range of 
the firm’s Matrix products is at present 
being shown at the Paris Trade Fair, and 
there will be similar displays at forthcom- 
ing exhibitions in Rotterdam, Stockholm, 
and Barcelona. The products shown will 
include the latest types of Matrix thread 
grinders, high-precision measuring instru- 
ments, and gauges of every description. An 
exhibition held ai the firm’s works in 
Coventry earlier this year was described 
in our April 12 issue. 


* City Life Lines.”—A documentary film 
entitled “City Life Lines,” dealing with 
transport and other essential services, has 
been released by Squire Productions, and 
is being distributed at home and overseas 
by the British Council. The film is of 
special interest at present, when such 
abstruse scientific problems as the develop- 
ment of atomic energy claim so large a 
share of public attention, in that it recalls 
the technical achievement and careful 
workmanship involved in supplying the 
services On W vhich the life of a city depends. 
A series of views on scenic portions of 
the British railway system forms an intro- 
duction to sequences dealing with water, 
gas, and electricity supply and other public 
undertakings. 


Railway Strikes in Argentine.—Railway- 
men in the Buenos Aires local section of 
the Buenos Ayres Great Southern Rail- 
way stopped work for an hour on May 31 
to demand payment of a Christmas bonus 
granted by Government Decree to other 
Argentine workers; the decree specifically 
excluded railway and tramway employees. 
Their action was followed by the declara- 
tion of a general strike on the system. 
Train services between Buenos Aires and 
La Plata were suspended by the B.A.G:S. 
on June 1. Intermittent stoppages have 
occurred on the Buenos Aires & Pacific 
Railway, where there has been sabotage 
of rolling stock, sometimes by passengers 
stranded a s a result of the stoppages. 
This canons ordered the complete 
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suspension of Buenos Aires suburban 
services for an indefinite period on 
May 31. The strikes are reported io be 
spreading to Buenos Aires Centra! and 
Buenos Ayres Western Railways. 

East Indian Railway Company.—1: was 


notified recently in The London G: 


zelte 


that on March 31, 1946, a total sui of 
£9,418,062 8s. Ild. was invested for the 
purpose of providing a sinking fund in 
respect of the annuities class “B” of the 
East Indian Railway Company; anc that 
on the same date a total sum of 
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Sudan Government 


S' DAN RAILWAYS require a LOCOMOTIVE 
DRAUGHISMAN for scrvice in the Sudan. 
Applicants should have good workshop and drawing 
ottice training and experence in steam locomctive 
design. Knowledge ot diesel traction and carriage 
and wagon design would be an advantage. Age 
26-30, prefurably unmarried. Probationary contract 
with view permanent pensionable service. Starting 
rate, ££.324 or more according to age, qualifications 
an. experience, with periodic increases to £E.780 
ani prospect of eventual promouon to higher scale. 
Cost-of-living allowance now 35 per cent. of salary 
up to maximum £E.180. Outfit allowance £E.40. 
(£E.1 £1 Os. 6d.) There is at present NO 
INCOME TAX in the Sudan. Strict medical 
examination. Free passage on appointment. 
Further information and forms of application can 
= obtained from the Sudan Agent in London, 
Wellington House, Buckingham Gate, S.W.1. 
Env as should be marked ** Loco. Draughtsman. 


ENGINEERING. A ASSISTANTS—CARRIAGE AND 

VAGON (SENIOR) required by the Crown 
Agents for the Colonies for their Engineering Designs 
Department, at their London Office. Sala.y scale: £400 

£18 x £525 per annum. Commencing salary fixed 
according to qualifications, experience, and age. 
Appropriate consolidation addition at Civil Service 
ras also payable, amounting to £90 per annum 
The posts are not pensionable, but there is an Office 
Gratuities Scheme. 

Qualifications —Candidates should have passed the 
Associate Membership examination of the Institution 
of Mcchanical Engineers or hold equivalent exempting 
degree. They must have served an apprenticeship 
or pupilage in a Carriage and Wagon department ot 
a British Railway Company or firm of Carriage and 
Wagon Manufacturers with subsequent drawing o/fice 
expcrience. 

Duties.—Preparation of Tenders and Spccilications, 
examining and approving drawings, calculations, tech- 
nical correspondence. A sound knowledge of 
modern manufacturing methods including fusion weld- 
ing is desirable. Write, stating age and full par- 
ticulars of qualifications and experience, to Box No 
2586, c/o White’s Ltd., 72, Fleet Street, London, 
E.C.4, quoting O/154. Applications must not be 
made to the Crown Agents direct 


Charges Consultative Committee 


ADJUSTMENT OF FARES ON THE RAILWAYS 
AND ROAD SERVICES OF THE LONDON 
PASSENGER TRANSPORT BOARD. 
| “ above Committee, appointed by the Minister 

Transport, to advise him upon any refercnce 
to them as to the method to be adopted in adjusting 
the rates, fares and charges of all or any of the 
controlled Railway Companies and London Passenger 
Transport Board, having been requested by the 
Minister:— 

(1) To advise him as to the best method of adjust- 
ing the fares on the railways and road 
Services of the London Passenger Transport 
Board, and on such other railways as are 
covered by the definition of Railways of the 
Transport Board in paragraph 2 of S.R. & O. 
1940, No. 2037, so that. for the year 1947, 
the balance of the net revenue account pre- 
pared by the Board under Article 1 of the 
Railway Control Agreement, together with 
the appropriate proportion of the balances of 
the met revenue accounts of Joint Com- 
mittees, will approximate to the fixed annual 
sum (£4,835,705) payable by His Majesty's 
Government to the Board under that 
Agreement. 
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OFFICIAL NOTICES 


2) To hold a public inquiry and to hear thereat 
the representations of the Board and ol any 
local authority or bouy representing the 
interests of passengers in the Lonaon Pas- 
senger Transport Area which may give notice 
of desire to be heard in such manner and 
within such time as the Committee may 
prescribe. 

HEREBY GIVE NOTICE that _a_ PUBLIC 
INQUIRY will be held in the Lecture — Hall, 
Auctioneers’ and Estate Agents’ Institute of the 
United ningdom, 29, Lincoins Inn fielas, London, 
W.C.2, on luesday, the 2nd aay of July, 1946, 
commencing at 10.50 a.m., when proposals by the 
London Passenger Transport Board will be subm.tted 

Any local authority or body reprsenung the 
interests of passengers in the Londen Passenger 
Transport Arca desiring to be heard at this inquiry 
must forward their full name and address, with a 
statement of the interest represented, to 

The Secretary, 

Charges Consultative Committee, 
Railway Rates Tribunal Office, 
Wellington House, 
125/130, Strand, 
London, W.C.2, 
25 day of June, 1946. 
W. S. COVELL, 
Secretary. 


on or before the 


3rd June, 1946 

Note:—the proposals of the London Passenger 
Transport Board will not be available for con- 
sideration before the hearing. After the proposals 
have been submitted the Committee will hear any 
application for an adjournmcnt to enable parties 
entitled to be heard to consider the proposals. 


Hl RAFFIC MANAGER required for large Iron and 

Steel Works in South Wales.—Previous experi- 
ence in operating traffic essential. Salary according 
to qualifications.—Apply, stating experience and 
salary required, and cnclosing testimonials, to Box 11, 


The Railway Gazette, 323, Tothill! Street, London 
S.W.1. 
J NDUSTRIAL Glazing. Roof Repairs and Black- 


out Removed in any part of the country 


Wells & Partners Ltd., Building and Roonng Con- 
tractors, 9, Raglan Street, Harrogate, Yorks 
Phone: Harrogate 3061 


Canadian National Ra‘lway. Company 


be laaaeeniaad GREY & BRUCE RAILWAY 
COMPANY 7 BONDS 





NOTICE IS HEREBY GIVEN that the estimated 
earnings of the Wellington Grey & Bruce Rail- 
way Company for the half-year ending 30th June. 
1946, applicable to meet outstanding interest on the 
above Bonds redeemed up to and including Ist 
January, 1942, will admit of the payment of 
£6 2s. 6d. per £100 Bond, and that this payment 
will be applied as follows, viz.: 
71 12s. 64., Balance due for Coupon No. 137 
due Ist January, 1939; 
£3 10s., Full payment of Coupon No 
Ist July, 1939; 
£1 On account of Coupon No. 139 due Ist 
January, 1940; 
and will be made on and after Ist July, 1946, at 
the offices of the Canadian National Railway Com- 
pany, Orient House, 42-45, New Broad Street, 
London, E.C.2, England. 
The Coupons must be left three clear days for 


examination. 
A. H. CONEYBEARE, 
European Secretary and 


138 due 


Treasurer. 
London, 
30th May. 1946 
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London & North Eastern Railway Company 


NOTICE is hereby given that, for the purpose of 

preparing the Warrants for Interest on the 
Company’s 3% and 4% Deb.nture Stocks and 
4!% Sinking Fund Debenture Stock for the half-year 
ending 30th June, 1946, the balances will be_ struck 
as at the close of business on 11th June, and Interest 
will be payable only to those Stockholaers whose 
names are registcred on that date. 

Iransfers of the above-mentioned Stocks should, 
therefore, be lodged with the Registrar of the Com- 
pany at Hamilton Buildings, Liverpool Street Station, 
London, E.C.2, before 5 p.m. on the Ith June. 

By Order: 
W. H. JOHNSON, 
Secretary of the Company 
Marylebone Station, 
London, N.W.1. 
Ist June, 1946. 


EMPLOYMENT CHIEF PERMA- 
WAY INSPECTORS required by the 
Malayan Government Kailways for a tour of 5 years 
in the first instance with prospect of permanency 
Salary: $325, rising to $500 a month and children's 
allowances $30 a month for the first child and $20 
a month for the second. Free passag.s and quarters. 
Outfit allowance £60 (Malayan dollar 2s. 4d.). 
Candidates must have had expericnce as Gangers or 
Sub-Gangers on a British Railway and have a sound 
knowledge of permanent way maintenance in all its 
asp.cts. Written applications (no interviews), giving 
the following essential details: (1) Full name, (2) 
Date of Birth, (3) Qualifications and experience, (4) 
Name and address of present employers, (5) Details 
of present work, should be scnt to the Secretary, 
Overseas Manpower Committee (Ref. 5652C), Ministry 
of Labour and National Service, Nortolk House, St. 
James's Square, London, S.W.1. Applications cannot 
be acknowledged 


VERSEAS 
O NENI 


London & North Eastern Railway Company 


NOTICE is hereby given that in accordance with 

the General Orders for the regulation of pro- 
ceedings under and in pursuance of the Private 
Legislation Procedure (Scotland) Act, 1936, an 
Extraordinary General Meeting of the Proprietors of 
the Company will be held in the Middlesex Room, 
Abercorn Rooms, Bishopsgate, London, E.C.2, on 
Wdnesday, the twenty-sixth day of June, 1946, at 
3.30 p.m., for the purpose of considering and, if 
thought fit, of approving the following Draft Pro- 
visional Orders for which application has been made 
to the Secretary of State for Scotland, intituled: 


(1) ** Draft Provisional Order to make provision 
for the abandonment by the London and 
North Eastern Railway Company of the 


Burntisland and Granton 
other purposes. 

(2) * Draft Provisional Order to provide for the 
construction and maintenance of a_ road 
bridge across the Firth of Forth at Queens- 
ferry with approach roads in connection 
therewith; to cstablish a Joint Board for 
that purpose; to make provision for the 
abandonment of the existing ferry of the 
London and North Eastern Railway Com- 
pany between North Queensferry and South 
Queensferry; and for other purposes.” 

Dated this third day of June, 1946 

By order, 
Ww 


Ferry; and for 


H. JOHNSON, 
Secretary of the Company. 
Marylebone Station, 
London, N.W.1. 








£2,129,162 Is. 8d. was invested for the 
purpose of providing a sinking fund in re- 
spect of annuities class “C,” and one of 
£4,046,659 Is. 1d. for the purpose of pro- 
viding a sinking fund in respect of annui- 
ties class “ D,” of the company. 

Mexican Railway Co, Ltd.—The report 
for the half-year ended June 30, 1945, 
shows record gross receipts of 
ps. 16,087,193, an increase of 47 per cent. 
over those for the corresponding period of 
1944, One half of the increase is ac- 
counted for by the 23 per cent. advance in 


rates effective as from January 1, 1945, to 
meet higher wages; the remainder arises 
almost entirely from goods _ traffic. 


Revenue account shows a credit balance of 
13,034, the first time such a balance has 
been shown for seven years. 

Standing Passengers in Road Vehicies.— 
The Minister of Transport has made the 
Standing Passengers (Amendment) Order, 
1946, and the Standing Passengers (Revo- 
cation) Order, 1946. In effect, the Orders 
revoke the wartime relaxations which per- 
mitted certain stage and express carriages 
and trolley vehicles to carry a number of 


XUM 


standing passengers not exceeding eight, 
and, under permits granted by Regional 


Transport Commissioners, 
ing passengers not exceeding twelve on 
specified services or in specified areas. 
The commissioners, however, are still em- 


to carry stand- 


powered to permit up to thirty standing 
passengers in single-deck buses speciaily 
constructed or adapted for the purpose. 
The Orders are operafive on and from 
May 27. 

New London Transport “Courtesy ” 


Posters.—Two new pictorial messages in 
the London Transport ‘Courtesy Aids 
Service” campaign are now being dis- 
played in all the Board’s Underground 
trains. They deal with two well-known 
aspects of Underground travel—the indi- 
vidual who thrusts out his feet into the 
middle of the car, to the discomfort of 
passengers who are standing there—and 
the people who stand immedi ately in the 
entrance to the car and place their luggage 
on the floor nearby, thus effectively block- 
ing the way in and out. Each picture 
tells its own story. The artist is Terry 
Maloney. Larger editions of these panels 





are being displayed on all Underground 
stations. The objects of the “Courtesy 
Aids Service’ campaign were outlined in 
our March 22 issue, and two earlier posters 
were reproduced in our March 29 issue. 


Butler Machine Tool Co. Ltd—At a 
board meeting of the Butler Machine Tool 
Co. Ltd. on May 21, the Directors resolved 
that a dividend on the 5 per cent. cumu- 
iative preference shares for the 6 months 
to June 30, 1946, be paid less income tax 
at 9s. in the £. In order that transferees 
may receive this dividend, transfer deeds 
must be lodged with the company’s regis- 
trars by 3 p.m. on June 14, 1946. The 
dividend warrants in respect of this divi- 
dend will be posted on June 28, and the 
dividend is payable on June 29. 


Forthcoming Meeting 


June 12 (Wed.)—The Permanent Way 
Institution (London Section). Visit to 
Mono Concrete Company’s works at 
West Drayton. 
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Although quieter pending the holiday, 
stock markets have continued to attract a 
good volume of business, and the under- 
tone remained cheerful; firmness in British 
Funds influenced a tendency to higher 
prices in other sections. Leading indus- 
trials scored further gains, including 
Dunlop Rubber, Courtaulds, Turner & 
Newall and Associated Cement, and Shell 
were prominent among oils on hopes of 
an increase in the pending dividend. 
Export trade news helped some sections, 
particularly shares of motorcar manufac- 
turers, but the nationalisation groups 
remained dull and were inclined to recede, 
although selling was light. Iron and steels 
continued out of favour, although in 
some instances the tendency became firmer, 
the lower levels attracting buyers. Shares 
of locomotive building and engineering 
companies were generally steady; Beyer 
Peacock rose to 24s. 3d. on the chairman’s 
statement that, subject to Treasury 
approval, it is intended to make a share 
issue in the near future to holders of 
ordinary shares. 

Despite the cheerfulness prevailing in 
most sections of markets, home rails have 
been depressed, an earlier small rally 
which followed news of the increase in 
railway charges and fares being followed 
by a sharp decline, prices of junior stocks 
moving lower on balance. It is generally 
realised that increased charges and fares 
will not raise the fixed rental received by 
the companies under the existing control 
agreement. They will, however, enable 
traffics to give a fairer indication of the 
earning power of the railways. 

There is little doubt that markets have 
been perturbed by the extent of the fall 
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Railway Stock Market 


in traffics recorded by the latest figures. Southern deferred was no better than 20 


Moreover, 


further 


unofficial 


calculations (compared with 213 a week ago) and js 


and views as to the compensation basis for now +4 below the lowest level recorded 
stockholders in the event of nationalisation last year; but as in the case of other junior 


have had a depressing effect. 


These latest home rails, the tendency later became 


calculations have tended to emphasise not steadier, the lower levels tending to attract 
only the conflicting opinions, but also the buyers. 
complicated nature of the whole question Had it not been for the uncertainty pre- 
of compensation. 
Nevertheless, it should be borne in mind complicated calculations current as_ to 
that the railways have in no way given up. possible bases for nationalisation com- 
their right to standard revenue as defined pensation, the low levels and large yields 
in the 1921 Act and 
dividends well above those paid during the have attracted a fair amount of buying 
war period would 
quently, it would still appear that the rail- 75, comparing with 78 a week ago; but 
ways will be in a strong position as to the 5 per cent. preference at 1154 was only 


be 


fair compensation for 


tained, with 


fallen from 28! to 26%, 


that 


possible. 


vailing as a result of the ingenious and 


on this basis on home railway stocks would doubtless 


Conse- interest this week. Southern preferred \ 


stockholders, and fractionally lower, while the 4 per cent. 

that there are reasonable grounds for the debentures have been maintained at 116. 

belief that the latter would justify prices London Transport “C” reacted from 62 

well above current levels for junior stocks to 60, and Metropolitan Assented eased 

and also for preference stocks now quoted to 544. 

below their par value. 
Comparison with 


A good market feature was demand for 


week ago shows a Argentine rails on hopes of an _ early 
decline from 59} to 58} in Great Western; announcement regarding resumption of 
but the preference stock at 117, andthe Anglo-Argentine talks. Moreover, senti- 
guaranteed at 126 


have 
the 4 per 


been well 


main- ment has also reflected vague suggestion 


fa ined : cent. debentures that the peso rate might be changed. Com- 
fractionally higher at 1164+. L.M.S 


S.R. has pared with a week ago, Buenos Ayres 
with the senior Great Southern has risen from 114 to 123, 


preference and 1923 preference both three the 5 per cent. preference from 26} to 


points down at 804 


the 4 per cent. 


1093. 


L.N.E.R. 
trend, 
moving back further 


tionary 


and 554 respectively; 284 and ihe 4 per cent. debentures from 
the guaranteed stock receded to 1024 and 68} to 714, debentures generally showing 


stocks also 
the 


second 
from 28 to 26} 


debentures have fallen to good response. B.A. Western was 133, 


and the 4 per cent. debentures rose from 


reflected the reac- 64} to 684, while Central Argentine 4 per 
preference cent. debentures were 64}xd. and Buenos 


and Ayres & Pacific 1912 debentures 48}. 


the first preference from 58 to 554; the Mexican Railway 6 per cent. debentures 
first guaranteed declined from 105 to 1023 rallied to 70. San Paulo ordinary 
and the second guaranteed from 97} to 96. improved to 564. 


Traffic Table and Stock Prices of Overseas and Foreign antindl 








Railways Miles Week 
open ended 
Antofagasta ... si ies 834 26.5.46 
Arg. N.E. ‘es si unis 753 25.5.46 
Bolivar is -" 174 | Apr., 1946 
Brazil . wie ste a 
B.A. Pacific... aie ey | 25.5.46 
B.A.G.S. ‘* se ...| 5,080 25.5.46 
B.A. Western.. _ ooo] 1,924 25.5.46 
S Cent. Argentine ins -+-| 3,700 25.5.46 
= °. oe eas - 
= Cent. Uruguay as ss 970 25.5.46 
<q |} CostaRica... ava ua 262 | Apr., 1946 
— | Dorada ee as wie 70 | Mar., 1946 
©} Entre Rios .. am = 808 25.5.46 
| G.W. of Brazil i” ---| 1,030 25.5.46 
6 \ Inter. Ctl. Amer. ... ..| 794 | Apr., 1946 
3 La Guaira me ct eke 222 | May., 1946 
i Leopoldina ... sie sos} 1,088 25.5.46 
3 Mexican nae ine 483 21.5.46 
© | Midland Uruguay Ke seg 319 | Apr., 1946 
” | Nitrate baa an 382 31.5.46 
N.W. of Uruguay at saa 113 Apr., 1946 
Paraguay Cent. ae Py. 274 31.5.46 
Peru Corp. ... ive ooo} 0,059 May, 1946 
Salvador ae eis seh 100 Apr., 1946 
San Paulo bess = ses 1534 
Taltal ... io = 156 = Apr., 1946 
United of Havana ss ee | 6 5.46 
Uruguay Northern ... ae 73 Apr., 1946 
« 
BsCanadian National ... ... 23,569 | Apr., 1946 
§ \ Canadian Pacific ‘is .«| 17,037 31.5.46 
U 
Barsi Light? ... ap vee 202 Apr., 1946 
Beira ... des sia 204 Mar., 1946 
Egyptian Delta. abi Re 607 20.4.46 
3 | Manila aii me 
© Mid. of W. Australia... ..-| 277 | Mar., 1946 
a Nigeria Ex i ..-| 1,900 Mar., 1946 
> [Rhodesia ...  .. | 2,445 | Mar., 1946 
South African sn «| 13,301 27.4.46 
Victoria ve — we, 4,774 Feb., 1946 


Traffic for week 


Total 
| this year 


Inc. or dec. 
compared 
with 1944/5 


£ 
30,950 
ps.271,500 
4,287 


ps.2,285,000 
ps.3,120,000 
ps. 1,229,000 
ps.3,128,310 


43,155 
33,948 
26,161 
ps.397'400 


ps. 937,000 
16,340 
10,251 
4,902 

53,085 
136,088 
c 138,700 


5,180 
60,551 
1,582 


6,282,200 
1,493,600 


33,000 
95,726 
16,465 


18,366 
475.660 
518,137 

1,010,091 
1,234,862 


£ 
- 6,900 
—ps.32,C00 
610 


+ ps. 125,000 
ps. 198,000 
ps.208;000 

+ps.334,510 


6,144 


-¢ 10,300 


2,270 
9,269 
381 


868,200 
300,000 


5,812 
18,585 
1,474 


431 

6,321 

+ 24,815 
37,418 

— 18,137 


| No. of Week 


Aggregate traffics to date Prices 
Totals Shares » va 
a 4 - 

oo a Increase or eek =z sy > < 

1945/6 1944/5 decrease - | Sif 
£ 3 £ 

692,250 640,240 + 52,010 Ord. Stk.) 12 83 103 

ps.13,877,200 _ ps.13,939,900 —  ps.62,700 ” 10 53 5 

18,402 20,965 — 2,563 6p.c.Deb. 8} 54 6} 


ps 107,648,000 
ps|67,993,000 
ps.56,691,000 
ps 148,458,006 


1,869,336 


ps.19, 949, 500 
613,900 
$3,878,475 
28,227 
1,164,004 

ps. 17,053,800 
180,630 
93,282 
54,275 
@2,911,379 
1,538.02] 

c 1,393,700 


33,200 
2,764,328 
17,349 


24,754,000 
23,259,800 


33,000 
433,354 
33,174 


152,484 
3,636,760 
2,994,201 
4,184,550 


+ Receipts are calculated @ Is. 6d. to the rupee 


- Bonds 25 17 28 
ps.103,384,000 ++ ps.4,264,000 Ord. Stk. 7 5 6 
ps.157,294,000 + ps.10,699,000 Ord. Stk. 133 104 13 


ps.53,110,000 + ps.3,581,000 ‘o 123 94 14 
ps.135,739,750  +-ps.12,718,2:6 io 92 7 8 
Did. 5 31 3 
1,640,358 + 228,978 Ord. Stk. 7t 4 7; 
231,946 t 54,874 Stk. 164 13 124 
82,705 + 3,270 I Mt.Deb. 103 102 1014 
ps.18,694,900 | + ps.1,254,600 Ord. Stk. } 44 5+ 
543,900 70,000 Ord.Stk. |30/- | 23/6 246 
$3,109,079 $769,396 - —_ ~ 
29,623 | — 1,596 5S5p.c.Deb. 78 70 614 
942,526 + 221,478 | Ord. Stk. 44 34 33 
ps. 12,436,700 + ps.4, ~— 100 Ord. Stk. ra 5 | 
172,706 + 4,924 - — 
76,150 17,132 Ord. Sh. | 75/6 | 67/6 779 
56,659 2,384 - 
2,906,259 + 45,120 | Pr.Li.Stk. | 79% | 77 75+ 
1,429,695 108,326 Pref. 103 73 16 
¢ 1,308,000 c 85,700 _ 
- Ord. Stk. 602 50+ 56 
26,280 6,920 | Ord.Sh. 17 106 17/6 
2,556,836 207,492 Ord. Sek. 3 I 12 
16,259 t 1,090 — _— - 
27,319,000 — 2,565,000 — - 
25,331,000 2,071,200 Ord. Stk. 24 143 234 
27,188 | + 5,812 Ord.Stk. 131 123 1134 
463,719 30,365 oe _ - 
36,015 | — 2,841 | Prf.Sh. 10 84 
- - B. Deb. 71 554 71k 
173,275 — 20,791 | Inc. Deb. 974 | 85 75 
3,999,729 — 362,969 —|— - 
3,020,127 — 25,926 _ ~- ~ - 


3,913,518 | + 271,032 — _— — 
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